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RATES AND THE PUBLIC WELFARE 
Trade and Transportation Bulletin, published by 
La Salle Extension University, in a recent number, quotes 
the following from a brief filed by receivers of the Chi- 
cago, Milwaukee & St. Paul in the Commission’s recent 
inquiry into the affairs of that road: 


Experience has shown there is a terrific pressure from industries 
always to reduce rates. Development of traffic organizations and 
traffic policies among big business enterprises in the last fifteen or 
twenty years has brought about a great army of trained experts work- 
ing toward rate reductions. The influence of industries against rate 
increases works in two ways. The strong and prosperous carrier, not 
being in vital need of an increase, is apt to side with the shippers in 
opposing an increase or supporting a decrease. By this is preserved 
the good will of its shippers and the benefit it will receive in volume 
of business is apparent. On the other hand, the very weak carrier, 
that is the carrier on the verge of bankruptcy, is in such condition 
that to have any large volume of traffic taken away from it would be 
disastrous. Therefore, it is forced to consent to the reduction or to 
oppose the increase in order to avoid losing tonnage by eliminating 
the good will of shippers on whom it is depending for tonnage to 
keep it going. 


It also quotes the following from the testimony in 
the same case of Mark W. Potter, one of the receivers: 


That process under the whip and pressure, and I did not hesitate 
to say club of big business, organized attack by traffic representatives 
(of shippers), has forced down this low spot and I do not see how 
the carriers could have corrected it. I think it is quite likely that if 
any (railroad) traffic man today, in the West, responsive to the sug- 
gestion of the Commission, were to call attention to this low spot 
and to the Commission’s suggestion that it be corrected and if he 
were to call a meeting for the purpose of correcting it, he would be 
blacklisted by the biggest shippers of the territory and his property 
would be boycotted. 


Commenting on the foregoing it says: 


Anyone familiar with the strategy employed by energetic traffic 
Managers will recognize that there is truth in the statement quoted 
above. Recognition of this brings forth several possible reactions. 

In the first place, it may be taken as a tribute to the traffic 
man of today, that he is able to deal on even terms with the rail- 
road experts, and perhaps on a little better than even terms in 
the case cited above. alee | it is possible to see the laudable 
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modern trend of big business to employ expert council in the solu- 
tion of its traffic problems rather than lean on merely a shipping 
clerk who must rely upon the railroad for his rate information. 
Third, we can readily see that competition is a live reality among 
railroads and not merely an imaginary factor as some appear to 
believe. Fourth, the fact that running a railroad is a business 
undertaking governed in the main by the laws which apply to all 
business. Fifth, there is manifested the growing tendency of ship- 
pers to organize among themselves for their mutual advantage. 


There is one side to the question which should not be over- 
looked by industrial traffic experts, however. In their drive for 
lower rates and better service they should not be blinded by the 
prospect of immediate advantage when it will result in ultimate dis- 
advantage. Any decrease in rates which will drive a well managed 
railroad into receivership, cannot but act as a boomerang, for re- 
ceiverships are not conducive to extensions in equipment and serv- 
ice, which are required by a country that is continually expanding its 
commerce at an ever increasing pace. 

There is still another phase of the matter that should 
not be overlooked by traffic experts, either industrial or 
railroad. That is the public welfare, which, though it is 
not always easy to demonstrate, is, in the long run, the 
welfare of the interested parties. It is comparatively 
simple, for instance, to make intelligent shippers along 
the line of a given railroad see that it is not to their 
interest to beat down rates to the point where that rail- 
road will cease to function efficiently or at all, for, in that 
case, they will be without the service they need. But 
it is not so simple to make them see that an attitude of 
fairness toward the railroads with which they do busi- 
ness, even if they admit that it is in the interest of the 
public at large, will redound to their own individual 
benefit in the long run. Of course, it ought not to be 
necessary to make them see that any more than it ought 
to be necessary to show a man that honesty is the best 
policy in order that he may be honest; but virtue for 
virtue’s sake is a rare article and, though we are not 
altogether devoid of faith in human integrity, we believe 
more business men, for instance, are honest because they 
believe honesty to be good business policy than because 
of mere moral considerations. However that may be, 
it is good business policy, and so is fairness toward 
carriers by shippers and fairness to shippers by carriers 
good business policy. So is fairness by one carrier to 
another. 


We do not know to what extent the railroad in ques- 
tion has been the victim of unfairness from its patrons 
and from other railroads. Probably that unfairness has 
been exaggerated in representations like those we have 
quoted, but probably it exists, nevertheless. Certainly 
a contributing cause to the condition of this railroad is 
the low level of rates in the northwest, and certainly 
this low level is due largely to the opposition of shippers 
to an increase and to the attitude of the western railroads 
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Limos TRACTION SYSTEM is the only 
railway that enters St. Louis over its own rails and its own 
bridge. It connects with all railroads in St. Louis and has 
arrangements by which every private industry on other 
railroads in St. Louis may be reached under switching ab- 
sorption and also many team tracks throughout St. Louis 
may be used in serving industries not provided with private 
industry tracks. 


Illinois Traction System has joint freight rates with 
principal railroads throughout the United States. 


Freight shipment to, from or via St. Louis receive 
prompt handling and personal attention. 
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toward the matter. It is due also, in part, to the attitude 
of the Interstate Commerce Commission. To us it seems 
that the whole situation rests on a lack of proper appre- 
ciation of what the public welfare—not to mention the 
law—demands. 


In the first place, the Commission is charged by the 
spirit and the letter of the law to see that the railroads, 
as a whole or by groups, have a level of rates that will 
permit them, under honest and economical management, 
to earn an adequate revenue. It has not done this in the 
country as a whole and has fallen woefully below it 
in the west—in the northwest particularly. What its 
reasons have been we are not entirely in position to say, 
though we are confident that political agitation has had 
much to do with it. But it has had the support of 
shippers who have fought the attempts of western roads 
to get an increase in rates and it has not been fought 
as it should have been fought by the roads themselves, 
some of which are not in need of more revenue and are 
not disturbed by the condition of other roads. 


We are aware of the fact that the western roads 
demanded an increase and did not get it, but our criti- 
cism is of the way in which they accepted that defeat. 
They, we believe, had a right to an increase and they 
should have united to demand it in spite of the attitude 
of shippers or even of the Commission. The Commission 
is not superior to the law and the law says rates shall 
be so fixed that roads in a particular group shall have 
adequate revenue. We think the roads should have 
appealed to the courts. Of course, this means that their 
troubles are due, in part, to their own cowardice and 
their own inability to get together, and that is true. We 
have no doubt but that, if they had acted in concert, 
under the law, they could obtain what they ought to 
have. We think that if they got what they ought to 
have, the public welfare would be served. 


The transportation act is based on consideration of 
the public welfare and it says that the railroads must 
have rates that will give them adequate revenue. In 
fixing rates under this law the Commission did not calcu- 
late accurately. It made a mistake with respect to the 
western region—the northwest particularly. It should 
correct that mistake without being asked. But, since it 
is unwilling to do that, it should not only be asked but 
compelled. The railroads should be the first to insist 
on this and to adopt some plan that would make the 
increase as easy as possible. The shippers vitally and 
immediately concerned should assent and the general 
public, not so apparently vitally concerned and not so 
well informed, should be led to see the wisdom of the 
course. But how can the ill informed public see things 
in this way when those who are well informed and are 
in the battle lines are fighting constantly? The railroad 
representatives, while competing for business in every 
possible legitimate way, should, nevertheless, see their 
community of interest in a proper level of rates, and the 
industrial traffic expert, while doing everything possible 
legitimately in the interest of his particular employer, 
should consider more, before he demands reductions or 
combats increases in rates, what the effect will be on 
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the public welfare, in general, and, therefore, on his own 
case in particular in the long run. 


ADVERTISING INTIMIDATION 


In a circular to members, J. H. Beck, executive secretary 
of the National Industrial Traffic League, says: 

“From time to time during the past several years, we have 
called attention to the solicitations of representatives of railway 
or alleged railway employes’ organizations soliciting contributions 
of cash, or advertising contracts for space in organization pub- 
lications, having little or no advertising value. 

“In some cases solicitors frankly admitted that, while the 
advertising was of very little value, yet it was an evidence of 
good will to the railway employes which would secure for the 
shipper perferential service in the handling of his shipments. 

“Investigation of many of these schemes revealed that: 


1. The organization in the name of which the solicitation was 
made, frequently was not a bona fide organization, but existed in 
name only. It existed for no other purpose than to afford an excuse 
for the solicitation of money. . 

2. When the organization was bona fide, the solicitor frequently 
was not a representative of the organization, but was a professional 
solicitor to whom the right of getting out the publication, such for 
example as ‘‘Shippers’ and Receivers’ Guide,’’ was farmed out, but 
a very small per cent of the gross receipts would go to the organi- 
zation under whose auspices the publication was alleged to be issued. 
Tue scheme frequently was, if not usually, a purely private enter- 
prise. ‘ 

3. In some cases the solicitors have been arrested and prosecuted 
for misrepresentation and fraud. In several cases it was proved that 
the solicitor operated under assumed names—using a different name 
in different sections of the country. 

'4, In most cases the solicitation is accompanied by a covert threat 
that unless the shipper solicited made a contribution of cash or signed 
an advertising contract of anywhere from $25 to $100, his shipments 
would suffer neglect. In other words, a contribution, as an expression 
of good will, would secure preferential handling for his shipments. 


“Many of these schemes are frauds, and money contributed 
is money thrown away. Others, though legitimate, are of very 
little value, and their support by the shipping public is very 
largely secured by the intimation that shippers will find it ad- 
vantageous to demonstrate their friendliness to the particular 
class of railway employes presenting their proposition. 

“We wish to emphasize again that patronizing any of these 
propositions, or refusing to patronize them, will have no effect 
whatever upon the service rendered by the carriers. Attention 
is called to an article appearing in “Railroad Data” of July 15, 
published by the Committee on Public Relations of the Eastern 
Railroads, copy of which is attached. (See Traffic World, July 
30, p. 231.) 


“The vice-president of one of the large eastern railway sys- 
tems recently has issued a statement in which he says: 


He wishes to make it entirely clear to patrons of its transporta- 
tion service, and to manufactures of, and dealers in, materials and 
supplies, that neither its service nor its purchase of materials is, or 
will be affected in the slightest degree whether or not advertising 
is placed in any of its own regular publications, or in any publica- 
tion, ‘‘year-book,” ‘“‘program,”’ etc., promoted by those representing, 
or claiming to represent, employes, or by contribution, donations or 
gifts to employes or employe activities—bona fide or otherwise. 


“The large sums of money contributed annually, by the 
shippers of the country to this class of schemes, has been very 
largely wasted. Contributors have received nothing in return 
for their contributions. 


“In spite of repeated warnings issued by the League, and 
by practically all of the local commercial organization members 
of the League, to their own members warning them not to con- 
tribute money, or contract for advertising space, without first 
consulting their local organizations, business men have gone on 
contributing first and investigating afterward. Recently one of 
our commercial organization members found that one of its 
members had contributed $6,000 in a single year. When it was 
proven to him that he had thrown his money away, he very 
naturally was indignant. He could have saved his money and 
his subsequent indignation had he investigated first, instead of 
contributing first and then investigating. 


“Our suggestion to our members is to contribute no money 
to this class of solicitors, and refuse to take advertising space 
at any price, in any of these publications, unless convinced 
that the advertising medium is a good one, and gives promise 
of value received. In other words, judge the advertising value 
of this class of publications in exactly the same manner that 
they judge the advertising value of other publications. 

“We suggest especially to commercial organization mem- 
bers a short and snappy communication, something like the 
following: 


Are You on the Sucker List? 


You support the chamber of commerce (or whatever the correct 
name of the organization is). 

You contribute .... dollars per year. 

Your organization exists for the purpose of serving you. 

Why do you contribute money or subscribe for fake advertising 
in railway employes’, or alleged railway employes’ and other doubtful 
publications before asking our advice? 
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Hundreds of dollars are thrown away annually, which if devoted 
to the work of this organization would benefit the entire community. 

Will you, in future, insist upon playing the sucker, or will you 
consult the Chamber of Commerce (or whatever the correct name of 
the organization is) before throwing away your money? 

If you have any money to throw away, give it to us. We need 
it, and we could use it in a way that would be of benefit both to 
you and the community. 


“The above wording is used merely to illustrate the thought 
we have in mind. Undoubtedly each organization can improve* 
upon it. Our thought is to make it short and snappy with punch 
enough to arrest the attention of those to whom it is addressed.” 


CONSOLIDATION SPECULATION 
The Traffic World Washington Bureau 


Reports are being circulated from New York to the effect 
that influential railway executives have abandoned support of 
proposed railroad consolidation as embodied in the Fess-Parker 
consolidation bills and propose to proceed under the existing 
provisions of the transportation act. 

No foundation for such a change in attitude on the part 
of the majority of railway executives exists, according to well- 
informed circles in Washington. To the contrary, it is under- 
stood, plans are under way to seek enactment of a consolidation 
bill at the coming session of Congress. 

Advocates of legislation along the lines of that proposed 
in the Fess-Parker bills take the position that, unless some leg- 
islation of that sort comes into existence, there will be little 
progress made in the way of effective unification of railway 
properties. They contend that progress is not being made and 
will not be made under-existing law. The point is also made 
that, unless Congress acts, the Commission will have to prepare 
a plan for the consolidation of the railroads into a limited num- 
ber of systems. Those who have urged enactment of a law 
embodying the principles contained in the Fess-Parker bills, are 
opposed to the issuance of a plan as required by existing law. 

The opinion in Washington is that the reports emanating 
from New York reflect the views of a minority that has not been 
in sympathy with what is proposed in the Fess-Parker bills. 


VAN SWERINGEN PLAN CASE 


The Trafic World Washington Bureau 


Counsel for the Chesapeake & Ohio have filed with the 
Commission their brief in support of that carrier’s applications 
for authority to acquire control of the Erie and Pere Marquette 
railroads and to issue securities. Argument was made in the 
brief in support of the following points: ‘“(1) The proposed 
acquisition of stock control of the Erie and Pere Marquette by 
the Chesapeake & Ohio is in the public interest; (2) the con- 
siderations, terms and conditions of the proposed acquisition of 
stock control are just and reasonable; (3) the position of the 
intervening short lines is not changed and the declared policy 
and intention of the applicant are sufficient to meet any just 
demands by them.” 

“It is a striking circumstance outstanding in this case that 
the minority which is opposing this application introduced but 
one witness and the testimony of that witness consisted in the 
main of exhibits made either from the record of the Commis- 
sion, or the exhibits already filed in this case,’ counsel said. 
“Not a single member of the (minority) committee went on the 
stand. Not a single contributing stockholder appeared to testify 
in favor or support of the petition of intervention filed by the 
protesting minority committee. The consequence is that the 
committee is presenting to the Commission a defense, if it may 
be so called, critical rather than constructive, and this defense 
is more than overborne by the clear, convincing and affirmative 
proof of public interest and the reasonableness and justness of 
the considerations, terms and conditions. This failure on the 
part of the minority is, notwithstanding the pronouncement of 
the Commission in the recent case, Control of Cincinnati, Indi- 
anapolis & Western R. R. by Baltimore & Ohio R. R., 124 I. C. 
C. 476, as follows: 

While it is true that the rights of protesting minorities must be 
considered in cases of this character, it is not unreasonable to expect 
such minorities to lay before us fully and frankly all facts relating 
to their holdings. 

“In this proceeding the minority has not fulfilled that duty. 
The Commission cannot say when it acquired its stock, or for 
what purpose, or how it is held, or whether it is a good faith 
ownership or not, or what is the purpose of the committee here, 
or who are Bamberger Brothers, Bryan, Kemp & Co., W. H. 
Goadby & Co., Kay & Co., Livingston & Co., Moore, Leonard & 
Lynch, Otis & Co., E. A. Pearce & Co., L. F. Rothschild & Co., 
Scott & Stringfellow, Thompson & McKinnon, J. R. Williston & 
Co., among the largest of the minority stockholders listed, and 
what is their interest and how the stock in their names is held. 
Are they stockholders interested in the future of the property 
or are they brokers interested in market manipulations? The 
decisions of the Commission require full disclosure. That dis- 
closure has not been made.” 

Counsel said it was submitted that the expressed desire of 
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the holders of 810,437 shares of stock, in the public interest and 
upon conditions, terms and considerations just and reasonable, 
should not be thwarted by the holders of 126,498 shares of stock. 


TRUCK AND RAIL TONNAGE STUDY 


A comparison of truck and railroad tonnage between Colum- 
bus and 34 selected Ohio cities indicates the tendency for the 
proportion of motor-truck tonnage to decrease with increase in 
distance, according to the Bureau of Public Roads of the De- 
partment of Agriculture. The selected cities are from 7 to 134 
miles from Columbus. 

“It is apparent that distance is an important factor in the 
amount of tonnage hauled by motor truck,” the report said. “Be- 
tween Columbus and Akron, Cincinnati, and Toledo, distances of 
over 100 miles, a very small part of the total tonnage is hauled 
by truck, while between Columbus and Grove City and between 
Columbus and Alton, distances of 8 and 9 miles, respectively, 
almost all of the tonnage is transported by motor truck.” 

For hauls of less than 20 miles, the study revealed, 84.5 per 
cent of the total tonnage was transported by motor truck; be- 
tween 20 and 39 miles, motor-truck tonnage was 54.7 per cent 
of total tonnage; and for the longer hauls of 40-59, 60-99, and 
100 miles and over, motor-truck tonnage was 32, 24.2 and 2.3 
per cent, respectively. As the percentage of motor-truck ton- 
nage decreased with increase in distance, both rail carload and 
less-than-carload tonnage increased. No appreciable amount of 
less-than-carload tonnage was noted under 40 miles. Between 
40 and 59 miles the less-than-carload tonnage was 5.6 per cent 
of the total and this percentage increased to 20.3 per cent for 
distances of 100 miles or more. 

“Among other factors controlling the proportion of total 
tonnage hauled by truck are the type of commodities and rail 
facilities,” the report said. “An illustration of the former is 
indicated in the movement between Columbus and Johnstown. 
Although Johnstown is only 22 miles from Columbus by highway 
and 41 miles by railroad, 73.1 per cent of the tonnage is hauled 
by rail, practically all of which moves in carload lots. This high 
percentage of rail tonnage, considering the comparatively short 
highway mileage and the longer rail connection, is due to the 
type of commodity transported, 95.7 per cent of the total ton- 
nage being gravel, sand, and stone. These commodities can not 
be economically hauled by motor truck for this distance, as is 
indicated by the fact that the average length of haul for trucks 
hauling gravel, sand, and stone, in Ohio is only 10 miles.” 

The report said the influence of indirect rail connection 
upon the proportion of motor truck and rail tonnage was shown 
between Columbus and Hillsboro, a distance of 65 miles by 
by highway and 97 miles by railroad. Between these points, 
according to the study, 47.5 per cent of the total tonnage was 
carried by motor truck. For hauls between 40 and 59 miles, 
under normal conditions, the report said, only 32 per cent of the 
total tonnage was carried by motor truck, and for hauls between 
60 and 99 miles, 24.2 per cent. 


“It is evident,” the report said, “that the relatively high 
percentage of motor-truck tonnage between Columbus and Hills- 
boro is due, in large part at least, to the fact that the distance 
by highway is 32 miles shorter than the distance by railroad.” 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I railroads in the five months 
ended with May totaled $392,362,440, as compared with $412,015,263 
in the corresponding period of 1926, while freight revenue totaled 
$1,876,731,270, as compared with $1,841,113,568 in the correspond- 
ing period of 1926, according to the monthly statement com- 
piled by the bureau of statistics of the Commission from carrier 
reports. The figurés do not include switching and terminal 
companies, 

In the five months ended with May, Class I roads carried 
349,578,000 revenue passengers, as against 356,649,000 in the 
corresponding period of 1926. In May the number of revenue 


* passengers was 69,106,000, as against 69,680,000 in May, 1926. 


The paassenger revenue in May totaled $78,474,816, as against 
$82,725,165 in May, 1926. In the five months ended with May 
the average revenue per passenger-mile was 2.983 cents, as 
against 3.027 cents in the 1926 period, and in May, 2.882 cents, 
as against 2.936 cents in May, 1926. 

Revenue tons carried by Class I roads in the five months 
ended with May totaled 940,653,000, as against 902,932,000 in the 
1926 period, and 198,782,000 in May, as against 195,914,000 in 
May, 1926. 

Revenue tons carried one mile in the five months ended 
with May totaled 175,516,064,000, as against 169,372,729,000 in the 
1926 period, and 36,173,873,000 in May as against 35,700,737,000 
in May, 1926. 

Revenue per ton-mile averaged 10.69 mills in the five months 
ended with May, as against 10.87 mills in the 1926 period, and 
10.79 mills in May, as against 19.78 mills in May, 1926. 

Revenue per ton per road averaged $1.995 in the five months 
ended with May, as against $2.039 in the same period of 1926, and 
$1.963 in May, as against $1.964 in May, 1926. 
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Current Topics 
in Washington 


« 


Chide Not the Commission.—Anyone who gloomily shakes 
his head at the Commission because it has issued a final valua- 
tion report in respect to the Atchison, Topeka and Santa Fe 
large enough to constitute a whole volume in the Commission 
series of reports should immediately frame an apology. It need 
not cry “peccavi.” It has not sinned. True it is that the report 
is its report. However, it is so long, not because the Commis- 
sion, but Congress, willed it to fall, almost immediately, as to 
much of the stuff therein contained, into the category of new 
and useless. Eight hundred and forty-seven pages in which to 
tell the country that the Santa Fe uses property valued at some- 
thing more than $579,000,000 seems like a wilful waste to 
which the attention of ardent conservationists of forest should 
be directed. One of the most ardent of such gentlemen is 
Gifford Pinchot, former chief forester of the United States and 
former governor of Pennsylvania. However, it is or might be 
deemed a bit sad that the late Robert M. La Follette, member 
of the Pinchot school of public service, is the author, putative 
if not actual, of the legislation that requires valuation reports 
to be made in such great detail. The Commission may be held 
to blame for the waste, if waste it is, in that it has never made 
a large fuss about the statute. Congress cannot be expected to 
know everything. In fact, there are many who wonder if Con- 
gress knows anything. Such, of course, are persons who have 
a hobby, as a rule. Because the average congressman knows 
less about the hobby than the hobby-rider, the latter nurtures a 
suspicion that Congress knows nothing at all. However, it is 
too late now to cry over the waste of ink and paper. The 
Commission expects to have done with the valuation work phase 
on which it is now engaged before Congress could be persuaded 
to change the statute so as to authorize the Commission to 
make a readable report, but be prepared, in case the validity 
or worth of its work were challenged, to show the underlying 
reports on which it based its conclusions. As the law now 
stands, the Commission must put foundation facts about the 
large number of companies contained in a large system into 
its report. There is no way for it to cut down on the volume 
of the data it is required to furnish. Each big system, if the 
criterion furnished by the Santa Fe is valuable, will have a 
report about its property sufficient to make up a report volume 
of the ordinary size. However, such volumes, it is believed, will 
not become popular among the railroads for circulation as pub- 
licity. There is disagreement between the railroads and the 
Commission, such as always exists between the buyer and the 
seller, as to the value of the property. The railroad, in each 
valuation case, stands in the position if the seller, while the 
Commission stands in the place of the buyer. Every man who 
has ever traded in an old automobile on a new one, knows about 
that difference of view as to the value of the property in ques- 
tion. There are already, in the reports of the Commission, 
about ten final valuation volumes, chiefly, if not entirely, de- 
voted to relatively small railroads. 





Trophy for Commission Golf Shooters.—Attorneys in all 
parts of the country, practicing before the Commission, have 
presented a silver golf trophy to the In-Com-Co Club, the social 
organization of employes of the Commission, to be awarded to 
the winner in the club’s annual golf tournament. It is a silver 
figure about two and a half feet high, with a silver replica to 
be presented to the winner each year, while the large trophy 
remains in the possession of the club. The trophy, probably 
on account of its having been given by the practitioners before 
the Commission, will be known as the practitioners’ trophy. 
About one hundred attorneys representing equally the railroads 
and shippers contributed to the trophy fund. The tournament 
is an open handicap affair, with anyone connected with the 
Commission, from messenger boy to commissioner, eligible to 
compete. The presentation was made, in behalf of the attor- 
heys, in the hearing room of the Commission August 12, James 
W. Carmalt, chairman of the committee, presented the trophy 
and it was accepted by T. Leo Haden, president of the club, 
the Commission’s chief clerk. Mr. Carmalt, in presenting the 
trophy, said it was an acknowledgment of the many courtesies 
extended by employes of the Commission to the attorneys prac- 
ticing before that body. The presentation was made in time 
for the trophy to be won by the successful man in this year’s 
tournament, which is to be held in the first half of October. 
The committee representing the attorneys who had charge of 
the collection of the fund and the presentation, half railroad law- 
yers and half shipper lawyers, was composed of R. W. Barrett 
and J. W. Carmalt, for the eastern part of the country; Luther 
M. Walter and Walter McFarland, for the central territory; 





Elmer Westlake and R. C. Fulbright, for the west and southwest; 
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and Charles E. Cotterill, and W. N. McGehee, for the southern. 





Red Gables and John Hay’s House Disappear.—The ruthless 
Goth of present day business, the apartment house builder, has 
razed two homes in Washington that may mean something to 
the slightly older generation. Red Gables, the summer home of 
Grover Cleveland while he was serving his country as President, 
has just been leveled. It was a mid-Victorian atrocity with red 
tiles for the roof of the architectural excresences stuck on the 
roof line and other places, for no good reason. It reminded one 
of Booth Tarkington’s Magnificent Ambersons. Cast iron dogs 
guarded the sweeping road leading to the nondescript, but wide 
door. The most that can be said for it is that it occupied a 
large plot of ground on about the highest point in the District 
of Columbia. When Grover Cleveland lived in it, that part of 
the District of Columbia was far out in the country. Now, 
stodgy apartment buildings figure the landscape miles beyond 
Red Gables. The village of detached houses built around Red 
Gables and named Cleveland Park, has almost become an island 
in the city. The other house that has fallen before the seven- 
league boots of the builder is the home of the late John Hay, 
one of the secretaries to Abraham Lincoln, author, secretary 
of state under William McKinley, and, in the estimation of 
men who knew the secretaries of state from Gresham down 
to Kellogg, the greatest head of the foreign department in fifty 
years, if not in the history of the United States. He it was 
who stopped the great powers of Europe dead in their tracks 
in 1900 when they were prepared to dismember China. He did 
that by announcing, in a note dated July 3, that the United 
States stood for the “territorial integrity and administrative 
entity of China.” Elihu Root was secretary of war then. Field 
Marshal Graf von Waldersee had just become commander-in- 
chief of the allied force organized to relieve the foreign lega- 
tions in Pekin, then besieged by a force of fanatical Boxers. The 
writer of this, awed by the appointment of a field marshal to 
command the forces, wondered if the commander of the Ameri- 
can forces of much lesser military rank would not be ignored 
by German field marshals, British and French generals, and 
Japanese lieutenant generals. Elihu Root settled that. He said 
the American commander would have to be consulted by the 
other commanders, even if President McKinley decreed that 
the American troops should be commanded by a sergeant. Hard- 
boiled sergeants, as the world now knows them, had not become 
so well known then, else the contrast would not have been 
as great as Root intended it to be. Men who do not like many 
of Woodrow Wilson’s works grow enthusiastic over the hard- 
boiled way he compelled premiers, field marshals, and what-not 
of old world dignitaries to consult Gen. John J. Pershing when 
they went over his head and tried to consult Washington about 
military arrangements in Europe. Wilson followed Elihu Root’s 
idea that the humblest American, placed in command of Ameri- 
can troops, was the equal of any all-highest, serene highness or 
excellency Europeans might place in command of their con- 
tingents. John Hay, time and again, showed the pure strain 
of Americanism displayed by Grover Cleveland in the Venezue- 
lan boundary dispute and by Woodrow Wilson in his refusal to 
humiliate Pershing by doing otherwise than sending to Pershing 
the aa the European leaders sent over Pershing’s head 
to Wilson. 





Lake Cargo Coal Battle Lines Formed Again.—Although, at 
the time this was written, only a few communications had been 
sent to the Commission about the lake cargo coal rates filed 
by the lines serving the southern mines, those few, it was 
believed, indicated the trenches each force would occupy in the 
growing fight. Ivan Bowen, of the Minnesota commission, laid 
down his barage in the form of the proposition that the Com- 
mission, in its last report, did not find the rates from the 
southern fields either unreasonably low or unduly prejudicial. 
August Gutheim sent over his missiles labeled exactly what 
Bowen said the Commission had not found in its last report— 
namely, unreasonableness, with qualifying adverbs, and undue 
prejudice. His protest, it was pointed out by those who were 
interested enough to follow the matter, might well have been 
taken as a formal complaint putting forward the issues as 
if the rates of the southern lines had been allowed to go into 
effect. While of no significance, the fact was not overlooked that 
the first communication on the subject, from the Minnesota 
commission, was alleged to be on behalf of consumers, the latter 
represented as being not interested in the question of the rela- 
tionship of the rates. 





An Old-Timer Goes Down and Out.—The Delaware and Hud- 
son has applied for authority to abandon its Honesdale branch, 
from Lookout Junction to Carbondale, Pa., a distance of about 
27 miles, because the need for it has disappeared. The branch 
was built in 1828-9, a time when railroads in this country were 
in their earliest beginnings. It was built as a gravity railroad. 
The loaded cars, after their lading was dumped into canal boats, 
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hauled the empties back to the points of loading. Hard coal 
was then coming into big use. Prior to that time it was about 
as highly regarded as love apples, now known as tomatoes, in 
that same part of the nineteenth century. In those days there 
was debate as to whether the vehicles on railroads should be 
hauled by horses, driven along by sails, pulled by engines hauling 
on cables wound around drums, or pulled by self-propelled 
steam power plants. When the Baltimore and Ohio was started, 
the question was not settled, though the steam locomotive was 
coming into the foreground with rapidity. It distanced the 
steam automobile so far that the fact that a century ago the 
idea of self-propelled vehicles on the ordinary highways was 
in the minds of men is just now being dug up by history-minded 
men. Early attempts at flying, other than that of the classical 
Icarus, are also being brought forward. They remind this 
bumptious generation that Jules Verne was not the originator 
of the submarine idea, but a mere exploiter of an idea that had 
been tried before he was born. If the ancients exist in a place 
where they can sense what is happening among their descend- 
ants, and have a sense of humor, they certainly need no comic 
supplements. Even such moderns as great-grandfathers must 
be laughing at their great-grandsons demanding shirts with 
buttons on the wrist-bands “because they are the latest style.” 
The great-grandfathers wore shirts of that design when they 
were not sweating in the harvest field.—A. E. H. 


BILLS OF LADING INQUIRY 
The Trafic World Washington Bureau 


The Commission, through its bureau of inquiry, the agency 
that looks after the criminal phase of the Commission’s activity, 
is investigating to determine whether and to what extent car- 
riers are failing to observe the terms of their tariffs which show 
the form of bills of lading they will issue to shippers from 
whom they receive freight for transportation. The forms of 
the bills of lading were prescribed by the Commission in Do- 
mestic Bill of of Lading and Live Stock Contract, 64 I. C. C. 
357, and the order therein required the carriers to publish them 
in tariffs. Rule 1 (a) of Consolidated Freight Classification No. 
4 says that, unless otherwise provided, when property is trans- 
ported subject to the provisions of the Official, Southern and 
Western Classification, or either of them, the acceptance and 
use are required of the various forms shown in the classifica- 
tion. The forms are those prescribed by the Commission. 

On account of shippers tendering and carriers accepting 
bills of lading, printed for the shippers, not in the form re- 
quired by the tariffs, the question as to whether the carriers 
are observing their tariffs has arisen. It is the duty of a carrier, 
prescribed by law, to issue a receipt or bill of lading. The 
Commission has prescribed the form of each bill of lading that 
may be used. In a letter to R. C. Fyfe, chairman of the Western 
Classification bill of lading committee, Chairman Esch, comment- 
ing on the fact that, as asserted by Mr. Fyfe, there was a tendency 
on the part of shippers to get away from the use of uniform 
bills of lading and to change bills to suit their convenience, 
said that the matter seemed to be merely a question of the 
carriers complying with the provisions of their tariffs as re- 
quired by law. 

The inquiry has not yet resulted in any action on the part 
of the Commission looking to the prosecution of carriers who 
ny a — of lading from shippers which do not comply with 

e tariffs. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 30 totaled 
1,045,621 cars, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
This was an increase of 33,197 cars above the preceding week, 
increases being reported in the loading of all commodities ex- 
cept coke.. Compared with the corresponding week last year, 
the total for the week ended July 30 was a decrease of 50,376 
cars, as well as a decrease of five cars under the corresponding 
week in 1925. 


Revenue freight loading by districts the week ended July 


30 and for the corresponding period of 1926 was reported as 
follows: 


Eastern district: Grain and grain products, 10,535 and 10,304; 
live stock, 2,615 and 2,362; coal, 34,679 ee 49,303; coke, 2,091 and 
7 Md forest ay or he a Baga ons. 6,457 bs} pet bg 

. A an ’ ; miscellaneous, 5 and 107,640; 
total, 1927, 235,604; 1926, 251,107; 1925, 249,336. vers 

Allegheny district: Grain and ain products, 5,557 and 5,690; 
live stock, 2,164 and 2,242; coal, 37,465 and 48,428; coke, 4,721 and 
5.216; forest roducts, . 2,807 and 8 7b8; ore, 12,437 and 15,015; mer- 

le . an ’ 4 m 8 e , ’ , , 
total, 1937, 212,774: 1936, 224,600: 1926, 209942. pic el apenas 

Pocahontas district: Grain and grain products, 435 and 409; live 
stock, 255 and 197; coal, 43,045 and 45,467; coke, 396 and 619; forest 

oe, 4100. ane. 1,746; ore, 7. ', poset, ae Go. Tans 
A ,214; miscellaneous, 6, an 095; tal, ’ 1920; 
preg anneal mga 

outhern district: Grain and grain ucts, 4,037 and 4,941; live 
stock, 2,021 and 1,767; coal, 27,586 and 25,320; coke, 637 and 784; forest 
products, 22,426 and 22,574; ore, 1,068 and 1,487; merchandise, L, C. 
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L., 39,757 and 39,380; miscellaneous, 53,830 and 52,496; total, 1927, 
151,362; 1926, 148,749; 1925, 145,791. 

Northwestern district: Grain and grain products, 10,522 and 9,402; 
live stock, 7,335 and 8,396; coal, 4,710 and 5,413; coke, 1,176 and 1,571; 
forest ert 15,887 and 16,153; ore, 39,983 and 48,128; merchandise, 
Ba CO Bae 34,766 and 34,226; miscellaneous, 45,564 and 44,491; total, 
1927, 159,948; 1926, 157,780; 1925, 157,969. 

Central Western district: Grain and grain products, 20,807 and 
24,084; live stock, 9,270 and 9,447; coal, 7,671 and 13,465; coke, 334 
and 316; forest products, 11,604 and 12,636; ore, 3,550 and 4,006; mer- 
chandise, L. C. L., 34,223 and 35,334; miscellaneous, 62,664 and 62,917; 
total, 1927, 150,128; 1926, 162,205; 1925, 149,589. 

Southwestern district: Grain and grain products, 6,796 and 7,909; 
live stock, 2,772 and 2,628; coal, 3,397 and 5,158; coke, 170 and 149; 
forest products, 8,800 and 10,304; ore, 566 and 453; merchandise, L. 
C. L., 16,965 and 17,005; miscellaneous, 36,423 and 36,115; total, 1927, 
75,889; 1926, 79,716; 1925, 78,403. 

Total, all roads: rain and get products, 58,689 and 62,739; 
live stock, 26,432 and 27,034; coal, 158,553 and 192,454; coke, 9,525 and 
11,386; forest products, 69,467 and 72 678; ore, 64,178 
chandise, L. C. L., 257,741 and 256,250; miscellaneous, 401,036 and 
398,938; total, 1927, 1,045,621; 1926, 1,095,997; 1925, 1,045,626. 


Loading of revenue freight this year compared with the two 
previous years follows: 


and 75,118; mer- 


1927 1926 1925 

Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March.........+. 4,016,395 3,877,397 3,702,413 
Five weeks in April............. 4,890,749 4,791,006 4,710,903 
Four weeks in | RR Pe IE 4,096,742 4,145,820 3,869,306 
Four weeks in June..........+. 3,974,160 4,089,340 3,965,872 
Five weeks in July..........0.. 4,935,397 5,213,759 4,945,091 

S.A ocweeewaaceeen 30,262,123 30,222,910 29,273,581 


DANGEROUS ARTICLES RULES 


The Commission has issued a printed pamphlet of 113 pages, 
in No. 3666, the formal docket case in which it handles matters 
pertaining to the transportation of explosives and other danger- 
ous articles and the specifications for containers of such articles, 
containing the latest revisions, some that became effective on 
August 1, some on July 1, a few on May 1 and many that will 
become effective on November 1. The chief new provisions are 
those relating to the placarding of tank cars requiring the 
inflammable placard on such as oxidizing material, compressed 
inflammable gas or the products of petroleum requiring such 
protection for the public. 


The new part is that which requires a “dangerous-empty” 
placard. The new placard is to be a diamond, divided by a 
straight vertical line, one half black and the other half white. 
On the white half are to be printed “Keep lights and fires away. 
This car contains inflammable or poisonous vapor or corrosive 
residue. Dangerous, do not inhale. Do not allow liquid or solid 
residue to touch skin. Empty. Securely replace manhole cover 
with a bar and the bottom outlet cap with a wrench having a 
handle at least 48 inches long. Do not enter tank until it has 
been cleaned in accordance with the shipper’s instruction. Do 
not reload in transit with any commodity other than that shown 
on waybill or routing card.” That new placard may be of paper 
or part of a reversible metal placard, one side of which may be 
used to show the inflammable loaded warning and the other the 
dangerous-empty warning. 


The new rules add to the list of articles the transportation 
of which is not permitted, fireworks containing either white or 
yellow phosphorus. Such fireworks are considered too danger- 
ous to be permitted in vehicles. carrying articles in interstate 
or foreign commerce, regardless of the questions of the health 
of employes in establishments making such fireworks; also 
— of questions of fire or other hazards of those using 
them. 

The revision also contains the specifications for a fiber con- 
tainer suitable for the transportation of matches and the specifi- 
cation of a tank car for the transportation of liquefied hydro- 
carbon gas. 


C. & A. USE OF T. P. & W. TRACKS 


The Commission, by division 5, in service order No. 46, has 
required the continuance of the arrangement now existing 
whereby the Chicago & Alton uses the tracks of the Toledo, 
Peoria & Western between Washington and Peoria, Ill., by the 
payment of rental of $20,500 a year in accordance with a con- 
tract between them. The Commission issued the order because 
of the emergency it found had been created by the notice served 
on the Alton by the Toledo, Peoria & Western terminating the 
contract between them on August 16. The roads are in contro- 
versy over the compensation, the owner demanding $50,000 a 
year or payment on a per-car basis, which, the Alton asserts, 
on the basis of business done in 1926, would amount to $86,000 
a year. The order was issued to prevent interruption of state 
and interstate traffic over the route involved. 

William W. Wheelock and William G. Bierd, receivers of 
the Alton, have filed a formal complaint, No. 19918, against the 
Toledo, Peoria & Western under which the Commission will be 
able to fix the compensation, if the two carriers cannot agree, 
for continued joint use of the tracks. An emergency order was 
asked in the complaint, 
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Decisions of Interstate Commerce Commission 





SOUTHERN CLASS RATES 


In a third supplemental report, on reconsideration, written 
by Commissioner Eastman, in No. 13494, southern class rate 
investigation, opinion No. 12442, 128 I. C. C. 567-606, the Com- 
mission has disposed of questions raised under the agreement of 
June 12, 1926. That agreement, between the Commission and 
the respondent carriers, was that the latter would cooperate 
with the Commission in carrying into effect with the utmost 
expedition the purposes of the findings in the original report, 
100 I. C. C. 518, as modified by the first supplemental report, 
109 I. C. C. 300. The carriers reserved the right to submit to 
the Commission from time to time proposals for modifications 
of the findings, believing that in the course of the practical work 
of preparing the rates for tariff publication the need for various 
changes would be made manifest. 

Not long after shippers had been notified of this agreement 
southern carriers filed a pétition seeking changes. The pro- 
posals were passed upon in the second supplemental report, 113 
I. C. C. 200. Petitions of Florida lines for increases that Mr. 
Eastman said were material increases were denied on March 
14, 1927. Petitions were filed by short lines seeking modifica- 
tions. They are disposed of in this report. 

The big questions disposed of in this report, big in the 
sense of the number of railroads and shippers involved, were 
those raised by the petitions of both Official and Southern 
Classification territory lines, seeking, as Mr. Eastman said, 
comprehensive changes in the findings relative to the inter- 
territorial rates. That petition was filed on April 30, 1927. On 
the same day lines serving Florida asked for increases in the 
interterritorial rates. Mr. Eastman said that that petition was 
similar to the one in respect of intraterritorial rates, denied 
March 14, 1927. 


The petition of the Official and Southern Classification lines 
is termed the general petition, throughout this report. All 
parties were given an opportunity to comment upon these peti- 
tions. Mr. Eastman included a long list of those who availed 
themselves of that opportunity in a footnote to his record. They 
have been mentioned in the reports in The Traffic World. 


In addition to the general petition and the Florida petition, 
the Commission disposed of petitions for modifications of the 
findings submitted by the South Carolina commission, the Albany, 
Ga., Chamber of Commerce, the Live Oak, Perry & Gulf, the 
Greenville, S. C., Chamber of Commerce, the Louisville, Hen- 
derson & St. Louis, the Memphis Freight Bureau, the St. Louis 
Chamber of Commerce and East Side Manufacturers’ Associa- 
tion, and the American Short Line Railroad Association. 


“The consideration and disposition of these petitions will, 
we believe,” says the report, “mark the last stage in this pro- 
ceeding prior to the publication of the rates. Since it was first 
instituted a long period of time has elapsed. Under the circum- 
stances the shippers have shown remarkable patience. They 
have doubtless appreciated the fact that a rate revision involv- 
ing changes in the class rates between every point in southern 
territory and every other point east of the Mississippi River 
and Lake Michigan cannot be accomplished in short order.” 
Mr. Eastman added that he thought the carriers had worked 
diligently since the agreement of June, 1926, although the delay 
in filing the general petition had been disappointing, as was the 
fact that in effect it raised various issues which he said had 
been fully considered and passed upon in previous reports. He 
said that since the agreement the carriers had computed hun- 
dreds of thousands of short-line distances, to say nothing of the 
further detailed work necessary in the preparation of the rates 
for tariff publication. 


Broadly speaking, the important changes made by this re- 
port, it is believed from the facts now in hand, are those which 
require or provide for the use of the same scales via Virginia 
Cities and Ohio River gateways; changes in the boundaries of 
groups in the southern territory on traffic to and from Trunk 
Line and New England territories; addition of further key points 
in Trunk Line and New England territories; and approval of 
changes in Trunk Line and New England territories in connec- 
tion with Appendix O-2 key rates. 

No order has ever been issued in this case requiring the 
Carriers to obey, by a time certain, any of the requirements. 
This supplemental report is no exception to the rule. All that 
has been done has been accomplished by negotiation. The 
— is that the new rates may be made effective January 

» Next. 

The general nature of the report, it is believed, is shown 
by the Commission’s summary of the requests made by the 


carriers and its summary of its findings. In respect of the - 


Carrier requests, the Commission said: 


In the general petition the carriers ask that practically all of our 
findings relative to interterritorial rates be changed. Among the 
more important of the changes sought are these: 

1. That the Appendix Q differentials be made to apply only over 
short-line routes. 

2. That the line of demarcation in the application of the scale 1 
and scale 2 differentials be made in each instance 340 miles south 
of the gateway on the short-line route. 

3. That in lieu of scale 1 five scales be provided, each higher than 
that scale by amounts ranging from one cent to 19 cents, first class, 
the highest scale to be used to and from a zone just south of the 
Ohio River, and the lower scales to be substituted successively as the 
distance south of the river increases. 

4. That slight reductions be made in scale 2 for distances ranging 
from 60 to 120 miles. 

5. That the five scales above referred to be applied on traffic 
between central territory and the Carolinas via the Virginia cities, 
in lieu of scale 2. 

6. » ous many of the key rates prescribed in Appendix O-1 be 
revised. 

7. That various changes be made in the boundaries of the southern 
groups outlined in Appendix N-1. 

8. That additional key rates be prescribed to and from trunk-line 
and New England territories to permit of somewhat smaller groups 
in those territories, 


The issues raised by the various petitions were considered 
and reported upon under the following captions: 


Rates via Ohio River Crossings; rates to and from the Carolinas; 
Classification to govern through rates; miscellaneous proposed 
changes in findings 17 and 18; petition of Louisville, Henderson & 
St. Louis; proposed changes in Appendix N-1 groups; Trunk Line 
and New England groups; proposed changes in key rates; petition 
of Florida carriers; petition of Live Oak, Perry & Gulf; and petition 
of American Short Line Railroad Association. 


The Commission’s summary of its findings follows: 


Upon various petitions seeking modifications of our findings in 
previous reports, more particularly of the findings with respect to 
en rates in the first supplemental report, 109 I. C. C. 300, 
ound: 

1. That Appendix Q to the first supplemental report should be 
revised so that the differential scales will apply in accordance with 
the length of haul within southern territory and so that the same 
scales will apply via both Ohio River and Virginia gateways, and 
by adding two further and somewhat higher scales, the highest of 
the four scales thus included in the appendix to apply on traffic. to 
and from southern points within 30 miles of the gateways, the next 
highest on traffic to and from points more than 30 but not more 
than 100 miles distant, the next highest on traffic to and from points 
more than 100 but not more than 340 miles distant, and the lowest 
to and from points more than 340 miles distant from the gateways; 
such revision being set forth in Appendix Q-1 hereto. 

2. That Appendix N-1 to the first supplement report, being a 
map showing the groups to be used within southern territory on 
traffic to and from points in trunk-line and New England territories, 
should be revised by subdividing certain of the groups and by making 
certain changes in the boundary lines; such revision being shown 
in Appendix N-2 hereto. 

3. That Appendix O-1 to the first supplemental report should be 
revised by adding certain further key points in trunk-line and New 
England territories and corresponding key rates, by making various 
minor changes in the key rates heretofore prescribed, and by pro- 
viding that the Appendix Q-1 basis shall apply in certain instances 
where key rates were heretofore prescribed; such revision being shown 
in Appendix O-2 hereto. 

4. That the groups within trunk-line and New England territoris 
proposed by the carriers in connection with the Appendix O-2 key 
rates should be aogrorer. 

5. That Appendix L-1 to the first supplemental report should be 
revised so that the scale of arbitraries therein contained will cor- 
respond with the Appendix K-2 distance scale prescribed in the second 
supplemental réport, 113 I. C. C. 200; such revision being shown in 
Appendix L-2 hereto. 

6. That finding 13, at pages 309-310 of the first supplemental re- 
port, should be revised in certain minor respects. 

7. That finding 17, at pages 329-332 of the first supplemental re- 
port, should be revised by proper references to the appendixes herein 
revised, and in certain other minor respects. 

8. That no reason has been shown why the Louisville, Henderson 
& St. Louis should not continue to maintain locally between various 
points on its line, and between such points and official territory points, 
class rates subject to the official classification, nor why the Illinois 
Central should not meet such rates, charging higher rates to and 
from intermediate points if it is able, upon proper application, to 
obtain the necessary fourth-section relief. 

9. All other requests for modifications in our findings denied. 


Method of Compiling Rates 


Commissioner Eastman has sent a notice to all concerned 
about the method the carriers propose to use in compiling rates 
under the decision in this case, with a view to having those 
interested study the basis so that if, after such study and exam- 
iatnion, they reach the conclusion that the resulting rates will 
not comply substantially with the decision, the Commission may 
be apprised of that fact sufficiently in advance to enable it to 
deal with the situation, if that should seem desirable, without 
resort to the power of suspension. The notice is as follows: 


Under date of June 26, 1926, a notice was mailed to all parties 
quoting a communication from the carriers which indicated that 
in compiling the rates under the decision they expected to select 
as base points all towns or cities having a population cf 2,000 or 
more, as well as many smaller points, and to publish sates from 
each base point to every other base point computed strictly on the 
bases prescribed in the report. The communication, however, did 
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not include information as to the manner in which rates to and 
from points other than the base ints would be computed. 

On May 21, 1927, there was filed with the Commission by J. H. 
Glenn, agent, his tariff No. 89, I. C. C. A-611, entitled ‘Southern 
Rate Bas s,”” which contains a geographical list of stutions in south- 
ern territory and indicates the base point with which each of such 
stations is grouped for the application of rates made subject to 
said tariff. The carriers expect to apply this basis tariff in connec- 
tion with the class rates under No. 13494 when published. 

The basis tariff appears to be simple in construction and should 
enable all interested parties readily to ascertain the applicable rates. 
The use of small groups in connection with each base point greatly 
facilitates tariff publication. Such use of groups, even of larger ex- 
tent, was anticipated and permitted in the Commission’s findings. 
The method of grouping used, however, will result in many rates 
to and from the smaller stations slightly higher than would result 
from a strict application of the scale prescribed, and on the other 
hand, there will be numerous instances where the rates published 
will be lower than the scale. But it appears that there will be more 
instances where the rates will be higher than where they will be 
lower. The carriers contend that inasmuch as the rates from each 
base point to every other base point will he strictly on the scale and 
as the traffic moving to and from the smaller stations is inconse- 
quential, the net effect of their plan will be to produce rates which 
will yield substantially the same aggregate revenue as would result 
from a strict application of the scale from and to every station. 

In view of the omission from the announcement of June 26, 1926, 
of information with respect to the grouping of the little sta- 
tions with the base points, it has been thought desirable to notify 
all parties to the proceeding of the plant of publication which the 
carriers propose to follow. This will afford opportunity to utilize the 
time which will intervene before the rates under No. 13494 are pub- 
lished for a careful examination of the rate basis tariff. If after 
such examination the conclusion is reached by anyone that this 
tariff will result in rates which will not comply substantially with 
the decision, the Commission should be apprised of that fact suffi- 
ciently in advance to enable it to deal with the situation, if that 
should seem desirable, without resort to its powers of suspension. 


SCRAP LEAD AND ZINC RATES 


The Commission, by division 3, in I. and S. No. 2881, scrap 
lead and zinc from Pittsburgh, Pa., group to Trunk Line and 
New England territories, mimeographed, has found justified 
proposed increased carload rates on scrap lead and zinc from 
and to the points indicated, vacated its order of suspension and 
discontinued the proceeding. The Pennsylvania’s schedules were 
suspended on the protests of the Federated Metals Corporation 
and the National Association of Waste Material Dealers, Inc. 
The schedules were filed by the Pennsylvania and the Pittsburgh 
& Lake Erie. The latter were also suspended. 

The key point in the tariffs appeared to be a proposed rate 
of 23 cents on scrap lead and zinc from Pittsburgh to New York 
to replace a rate of 19 cents, the latter being 60 per cent of 
the Chicago-New York rate of 32 cents. The 23-cent rate, how- 
ever, was and is in effect, via the Baltimore & Ohio, from Pitts- 
burgh to New York. In their defense of the 23-cent rate, the 
carriers said the base rate of 32 cents from Chicago to New 
York was too low. The protestants, however, contended that 
the rate on scrap lead and zinc should respect the New York- 
Chicago percentage system of making rates and leave the Pitts- 
burgh-New York rate at 60 per cent of the Chicago-New York 
rate, Pittsburgh being a 60 per cent point. The Commission 
said that the Chicago-New York rate was not in issue; also, that 
the fact that the proposed rate would be more than 60 per cent 
of the Chicago-New York rate on like traffic was not sufficient 
reason for condemning it, if the proposed rate were shown to 
be reasonable, and if the protestants were not unduly prejudiced 
by the relatively lower Chicago-New York rate. 

No protest was filed as to the Pittsburgh & Lake Erie’s pro- 
posed rate of 23 cents and no evidence introduced, said the 
Commission as to that rate. 

Commissioner McManamy concurred in the finding that the 
schedules of the Pittsburgh & Lake Erie had been justified, but 
he disagreeed as to the Pennsylvania schedules. He said the 
increases proposed by the Pennsylvania resulted in rates on 
scrap higher than those on the primary metals. He said the 
carriers had introduced no evidence to show that that improper 
adjustment would not operate to the undue prejudice of the 
protestants, nor had they shown that undue prejudice would 
not result because of the relatively lower rate between Chicago 
and New York. The carriers, he said, had failed to meet the 
burden of proof placed on them by the law. For the reasons 
indicated, he said, he believed that the suspended schedules of 
the Pennsylvania should have been found not justified. 


EXPORT LUMBER RATES 


The Commission, by division 4, in No. 17348, Mobile Cham- 
ber of Commerce Business League et al. vs. Muscle Shoals, 
Birmingham & Pensacola et al., mimeographed, has found unrea- 
sonable and unduly prejudicial the export and coastwise rates on 
lumber, logs, cross ties, and staves, carloads, from points on the 
Muscle Shoals, Birmingham & Pensacola to Mobile, Ala., pre- 
scribed new ones to be made effective not later than October 13, 
and awarded reparation to a complainant and an intervener. 
The rates on lumber, cross ties, and staves, from points on the 
Muscle Shoals to Mobile were found unreasonable to the extent 
they exceeded, exceed or might exceed the present domestic rates 
from and to the same points; that the rates on logs for export 
were unreasonable to the extent they exceeded, exceed or might 
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exceed, prior to January 5, 1925, the rates made effective on that 
day, from and to the same points. 

A further finding was that the export and coatswise rates 
on lumber, logs, cross ties and staves, from points on the Muscle 
Shoals road to Mobile were, are and for the future would be 
unduly prejudicial to the complainants and to the port of Mobile 
and unduly preferential of Pensacola to the extent that they 
exceeded or might exceed the contemporaneous export or coast- 
wise rates on the like commodities from the same points to 
Pensacola. 

These findings, the report said, were without prejudice to 
any different conclusions the Commission might reach in No. 
16383, Adams-Bank Lumber Company et al. vs. A. & R. et al., 
now pending. 

A question was raised as to reparation on account of the 
insolvency of the Muscle Shoals road, no record having been 
made of the claims for reparation here involved. Defendants 
contended therefore that no award of reparation should be made 
in this case. The Commission disposed of that by saying that 
awards of reparation were not dependent upon the solvency or 
insolvency of the carriers concerned. It said they required pay- 
ment of the sum found due and ran against all defendants. It 
cited Riverside Mills vs. A. & S. S. B. Co., 40 I. C. C. 501; and 
United Paperboard Company vs. Southern, 62 I. C. C. 60, in 
support of those declarations. 


RATES ON FRESH MEATS, ETC. 


An award of reparation has been made by the Commission, 
division 4, in No. 17551, Swift & Co. vs. Georgia & Florida et al., 
mimeographed, on a finding of unreasonableness as to rates on 
fresh meats and packing-house products, in straight and mixed 
carloads, and on green salted hides and grease in straight car- 
loads from Moultrie, Ga., to interstate destinations. 

Complainant, operating packing houses at Moultrie, Ga., and 
other points, alleged that the rates charged from Moultrie on 
the commodities referred to above were unreasonable. The 
shipments moved in the period July 23, 1920, to March 31, 1922. 
The plant at Moultrie was acquired by complainant on or about 
July 1, 1920. No shipments had theretofore been made from 
Moultrie to the destinations involved. At the request of com- 
plainant rates lower than those assailed were established sub- 
sequently to the movement of the shipments here considered. 
Complainant asked reparation to the basis of those rates. The 
Commission said the matter was seasonably presented by infor- 
mal complaint or special docket application and that defendants 
expressed willingness to make refund to the basis sought but 
that the Commission declined to authorize such refund as the 
facts then presented did not show the rates charged to have 
been unreasonable. Defendants were not represented at the 
formal hearing. The findings of the Commission follow: 


We find that the rates assailed on fresh meats and packing- 
house products, in straight and mixed carloads, were unreasonable 
to the extent that they exceeded the contemporaneous rates on 
packing-house products in straight carloads by more than 15.5 
cents. We further find that the rates assailed on green salted hides 
to St. Louis, Mo., Somerville, Mass., and Endicott, N. Y., were un- 
reasonable to the extent they exceeded 69.5, 60, and 80 cents, re- 
spectively. We further find that the rates assailed on green salted 
hides to Gowanda, N. + and on grease to Chicago, IIl., were 
unreasonable to the extent that the components thereof to the 
Ohio River crossings exceeded 53 cents on green salted hides, 
and 51 cents prior to August 26, 1920, and 63.5 cents thereafter, 
on grease. We further find that complainant made the shipments 
as described, and paid and bore the charges thereon at the rates 
herein found unreasonable; that it has been damaged in the amount 
of the difference between the charges paid and those which would 
have accrued at the rates herein found reasonable; and that it is 
entitled to reparation, with interest. Complainant should comply 
with Rule V of the Rules of Practice. 


LUMBER TRANSIT CASE 


The Commission, by division 3, in I. and S. No. 2901, transit 
arrangements on lumber at points on the Wabash, mimeo- 
graphed, has found not justified the proposed withdrawal of 
transit arrangements on the Wabash on lumber, carloads, origi- 
nating on the Gulf, Mobile & Northern and certain of its short 
line connections. The schedules have been ordered canceled 
and the proceeding discontinued. The Gulf, Mobile & Northern, 
the Commission said, assumed the burden of the justification 
of the schedules. The withdrawal of the arrangement was 
proposed at the request of the Gulf, Mobile & Northern. It said 
the transit was established without its knowledge or consent. 
It also said it would request other lines’ to withdraw transit 
where it had been established under conditions similar to those 
prevailing when the Wabash established the arrangement. The 
charge on the Wabash is $1.80 per car. The Gulf, Mobile & 
Northern has transit on its rails, but the charge, the report 
says, is higher. 

Transit is allowed, at various points on the Wabash, on 
lumber from the Gulf, Mobile & Northern and its short-line con- 
nections, Birmingham & Northwestern, Jackson & Eastern, 
Mississippi & Western, and the Mississippi Export. The cancel- 
lation tariffs were suspended upon protest of St. Louis com- 
panies engaged in the creosoting or otherwise preservatively 








Augu: 


treati 
arran 
the Ww 
origir 

T 


its ré 
ucts | 
tions. 
in in; 
if tré 
made 
with 
traffi 
The 

that 

only 
of its 
in wl 


route 

said 

hauli 
7 


Cent! 
the ¢ 
that 
or W 
unde 
trans 
Furtl 


T 
of re 
simil. 
woul 

€ 


trans 
be a) 
they 
New 


an oO 
not 

sion, 
Cort 
mim 
tinat 
the 

Islar 
tion: 
and 

mad 


into 
Proc 
scal 
miss 
tion 
by 1 
com 
Nev 
wer 
and 
on 
cent 


mai 
thar 


esta 
200, 
saic 
imp 
her 
rep: 
plic 
coa 


50,( 
stor 


10 
at 
anc 
of 
tha 


rat 


lat 





0. 7 


that 


ates 
iscle 
1 be 
bile 
they 
past- 
s to 


e to 
No. 
; 0. 


the 
been 
ants 
nade 
that 
y or 
pay- 
It 
and 
), in 


sion, 
t al., 
S on 
ixed 

car- 


insit 
meo- 
1 of 
rigi- 
hort 
eled 
ern, 
ition 
was 
said 
jent. 
insit 
hose 





August 13, 1927 





treating forest products in their plants at various points. The 
arrangement allows lumber to be stopped at, the treating plant, 
the whole charge being the through rate from original point of 
origin to final destination, plus $1.80 per car for the stopping. 

The Gulf, Mobile & Northern said that creosoting plants on 
its rails afforded ample facilities for treating the forest prod- 
ucts originating on its rails and those of its short-line connec- 
tions. It urged that the lower charge on the Wabash resulted 
in injury to the plants on its rails. It said it apprehended that 
if transit were continued on the Wabash, requests would be 
made for similar arrangements at other points not on its own 
with consequent loss in revenue to it by reason of diversion of 
traffic from its rails without the maximum haul it could give. 
The respondent illustrated the short-hauling phase by saying 
that the protestants might route their shipments over its rails 
only to Jackson, Tenn., and deprive it of a haul over that part 
of its leased trackage from Jackson to Paducah, Ky., in instances 
in which rates apply via Paducah. 

“Respondents may, however, require the use of the latter 
routes through Paducah, where they are not unreasonably long,” 
said the Commission, seemingly by way of answer to the short- 
hauling contention. 

The Commission disposed of the case on the authority of 
Central of New Jersey vs. United States, 257 U. S. 247, in which 
the court sustained the Commission in a decision to the effect 
that transit was a matter of concern to the carrier granting 
or withholding it, but that the Commission, clearly, had power, 
under secion 1 to determine whether, in a particular case, a 
transit privilege should be granted or should be withdrawn. 
Further, the Commission said: 


The existence of the transit arrangements at points on the line 
of respondent is evidence tending to show that the withdrawal of 
similar arrangements at points where protestants plants are located 
would be unreasonable. 

Connecting lines can not dictate to the road that alone serves the 
transit point the manner in which joint rates through that point shall 
be applied in conjunction with the transit arrangements, so long as 
they are not deprived of their long haul. Concentration of Cotton at 
New Orleans, 83 I. C. C. 18; Transit Privileges on Cotton, 83 I. C. C. 60. 


COKE SCALE PRESCRIBED 


A finding of unreasonableness, an award of reparation, and 
an order requiring the establishment of considerably lower rates 
not later than September 27, have been made by the Commis- 
sion, division 4, in No. 18386, Hudson Valley Coke & Products 
Corporation vs. New York, New Haven & Hartford et al., 
mimeographeed, as torrates on coke, from Troy, N. Y., to des- 
tinations in New England territory. The complaint alleged that 
the rates, from Troy to destinations in Massachusetts, Rhode 
Island and Connecticut on the New Haven, and to all destina- 
tions on the Central New England, were and are unreasonable 
and unduly prejudicial. It asked for reparation on shipments 
made on and after October 1, 1925. 

The scale prescribed is that which was approved and put 
into effect from Seaboard (Kearney), N. J., in Seaboard By- 
Product Coke Co. vs. Director-General, 62 I. C. C. 317. The 
scale rates or rates upon substantially the same level, the Com- 
mission said, were in effect from Seaboard, N. J., Harbor Junc- 
tion Wharf, R. I., and Everett, Mass., to destinations covered 
by the complaint. They are the points at which the principal 
competitors of complainant are located, the report says. The 
New York Central and the Boston & Albany, the report said, 
were willing to have the Seaboard scale used. The New Haven 
and Central New England, the report said, asked for the scale 
on single-line hauls, but said that a difference of at least 20 
cents per ton should be maintained on joint-line hauls. 

No sufficient reason appeared, the Commission said, for the 
maintenance of different rates and minimum weights from Troy 
than prescribed for application from Seaboard. 

Complainant asked for the rule for computing distances 
established in Southern Class Rate Investigation, 113 I. C. C. 
200, in connection with the Seaboard scale. The Commission 
said it was one which had been prescribed recently in several 
important cases and that in its opinion it should be applied 
here. The New York Central and the Boston & Albany, the 
report said, contended that joint rates on coke should be ap- 
plicable only through junctions via which joint rates on soft 
coal were applicable. 

The minima prescribed in connection with the scale are 
50,000 pounds for open-top cars and 40,000 pounds for box or 
stock cars. 

The scale begins with a rate of 113 cents for distances of 
10 miles and less; becomes 227 cents at 100 miles; 290 cents 
at 200 miles; 340 cents at 300 miles; 391 cents at 400 miles; 
and runs out at 500 miles with a rate of 441 cents. The rate 
of progression is 10 miles up to 100 miles and 25 miles beyond 
that distance. 


, Reparation was awarded to the basis of the prescribed 
rates. 


LUMBER RATES PREJUDICIAL 
A finding of undue prejudice and an order to rémove it not 
later than October 13 have been made in No. 17658, Dawkins 
Lumber Co. vs. Chesapeake & Ohio et al., mimeographed, as to 
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carload rates, from Dawkins, Ky., to points in Central and Trunk 
Line territories, charged on lumber originating at Royalton, Ky. 
The Commission, by division 4, has found the rates in question 
not unreasonable, as alleged, but that they were, are, and for 
the future will be unduly prejudicial to the shippers at Royalton 
and unduly preferential of shippers located on the Sewell Valley 
Railroad to the extent that they exceed rates made the same 
differential under the contemporaneous local rates from Daw- 
kins as the proportional rates from Meadow Creek, W. Va., to 
the same destinations are made under the contemporaneous local 
rates from the latter point. 

The question was the relationship of rates from the hard- 
wood lumber mills on branches and short-line connections of 
the Chesapeake & Ohio in eastern Kentucky and adjoining parts 
in West Virginia. Rates are combinations on the junction points, 
such as Meadow Creek, where the Sewell Valley connects with 
the main line; Morehead, Ky., where the M & N F connects with 
the Chesapeake & Ohio; Hitchins, Ky., where the Eastern Ken- 
tucky connects, and Blue Jay Junction, W. Va., where a logging 
road operated by the Blue Jay Lumber Company has its con- 
nection. Dawkins is the junction at which the complainant’s 
lumber is transferred to the Chesapeake & Ohio. Complainant, 
the report said, did not assail the local rates to Dawkins, but 
contended. that the local rates from Dawkins when applied on 
shipments originating at Royalton were unreasonable and un- 
duly prejudicial in comparison with the proportional rates ap- 
plicable on its competitors’ shipments moving through the junc- 
tions named. 


RATES ON BROOM HANDLES 


On a finding of unreasonableness as to rates on unfinished 
broom handles, carloads, from Antigo, Wis., and Tacoma, Wash., 
to Oklahoma City, Okla., the Commission, by division 4, has 
awarded reparation in No. 17434, Oklahoma Traffic Association 
et al. vs. Atchison, Topeka & Santa Fe et al., mimeographed. 
The rates assailed were found unreasonable to the extent that 
they exceeded by more than 1.5 cents the contemporaneous 
rates on lumber. 


OVERCHARGE ON FUEL OIL 


An award of reparation has been made by the Commission, 
division 4, in No. 18337, Barnsdall Refineries, Inc., et al. vs. 
Chicago, Rock Island & Pacific et al., mimeographed, on a find- 
ing that shipments of petroleum fuel oil from Grandfield, Okla., 
originally destined to Granite City, Ill, and diverted to East 
Chicago, Ind., were not misrouted, that a rate of 36 cents plus 
a diversion charge of $2.70 a car was applicable; that the ap- 
plicable rate was not unreasonable, but that the shipments were 
overcharged. Charges were collected at a combination rate of 
51.5 cents and the applicable diversion charge of $2.70 a car. 


CHARGES ON TOMATOES 


The complaint in No. 18329, Charles S. Simpson Co. et al. 
vs. Grand Trunk Western et al., mimeographed, has been dis- 
missed by the Commission, division 4, on a finding that re- 
frigeration charges on tomatoes, carloads, from Port Huron, 
Mich., to Toronto, Ont., and Montreal, Que., were not and are not 
unreasonable. 


RATES ON ROUGH GRANITE 


On a findfng that rates on rough granite from Bedford and 
Westerly, R. I., to Montello, Wis., were not unreasonable or 
otherwise unlawful, the Commission, by division 4, has dis- 
missed the complaint in No. 18098, Montello Granite Co. vs. 
Minneapolis, St. Paul & Sault Ste. Marie et al., mimeographed. 


FOOD PRODUCTS AND MERCHANDISE 


The Commission, by division 4, has dismissed the complaint 
in No. 17966, Jewel Tea Co. vs. Delaware, Lackawanna & West- 
ern et al., mimeographed, on a finding that rates charged on 
less-than-carload shipments of food products and merchandise 
from Hoboken, N. J., to, Norfolk and Richmond, Va., were inap- 
plicable. Refund of overcharges was directed. Combination 
psa — charged. Class rates were applicable, the Commis- 
sion said. 


LUMBER RATE COMPLAINT 


An order dismissing the complaint in No. 17552, Milne Lum- 
ber Co. vs. New York Central et al., mimeographed, has been 
entered by the Commission, division 4, on a finding that, in the 
absence of information as to route of movement, it is not pos- 
sible to determine the applicable rate on a carload of lumber 
from Woodbury, Ga., consigned to East St. Louis, Ill., and re- 
consinged to Buffalo, N. Y. Complainant attacked a rate of 
56 cents as inapplicable. 


LUMBER RATES PREJUDICIAL 


A finding of undue prejudice, but not of unreasonableness 
or unjust discrimination, has been made in No. 17077, Bufflein 
Lumber & Manufacturing Co. et al. vs. Oregon-Washington Rail- 
road & Navigation Co. et al., mimeographed, as to rates on 
lumber and other forest products, from points in Washington 
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west of the Cascade mountains to destinations on the Oregon 
Short Line in southern Idaho and northwestern Utah. The Com- 
mission, by division 2, has found the assailed rates unduly preju- 
dicial against the complainants and unduly preferential of their 
competitors at Portland, Ore., to the extent that the rates from 
Tacoma, Seattle, Everett, Fairfax, Frederickson, Selleck, and 
Union Mills, Wash., exceed or may exceed the rates contempo- 
raneously maintained from Portland to the same destinations 
by more than 5 cents per 100 pounds to points taking rates df 
less than 45 cents on fir lumber from Portland, by more than 
2.5 cents to points taking a rate of 45 cents from Portland, and 
by any amount to points taking rates of more than 45 cents 
from Portland; and to the extent that the rates from Bellingham 
and National, Wash., exceed or may exceed the rates contempo- 
raneously maintained from Portland to the same destinations 
by more than the amounts above prescribed plus 2.5 cents from 
Bellingham and 1.5 cents from National to points taking rates 
of less than 51 cents from Portland, and exceed or may exceed 
the Portland rates to other destinations covered by the com- 
plaint. 

The complaint alleged that the rates, from several points 
in the Puget Sound district in Washington to points on the 
Oregon Short Line, hereinbefore described, were unreasonable, 
unjustly discriminatory and unduly prejudicial in comparison 
with those on the so-called coast group ‘basis from Portland, Ore., 
to the same destinations. Lumber interests at Portland, Ore., 
and of the Willamette valley, south of Portland, the report said, 
intervened in opposition to the complaint. Rates on fir lumber, 
the Commission said, would be taken as representative. 


New rates are to be made effective not later than October 
12 on not less than statutory notice. Commissioner Aitchison 
dissented but did not set forth his views. 


ACID CASE DISMISSED 


The Commission, by division 4, has dismissed No. 15867, 
E. E. Bruce & Co. et al. vs. Chicago & North Western et al., 
mimeographed, finding rates on muriatic, sulphuric, and nitric 
acid, in carloads, from Kansas City, Mo.-Kans., Grasselli, Ind., 
and Hegewisch, Ill., to Omaha, Neb., not unreasonable, as alleged. 
The Commission was asked to award reparation on shipments 
since March 14, 1922, and prescribe new rates for the future. 
The attack was upon the rates, in carboys, in straight or mixed 
carloads. The Commission said the containers in which the 
glass carboys were packed constituted from 32 to 43 per cent 
of the gross weight of a carload of acid. Acids, the Commission’s 
report also pointed out, were also shipped.in tank cars. The 
average weight of the shipments covered by the complaint was 
36,414 pounds, while the weights, on sulphuric acid in tank cars, 
it said, ranged from 50,000 to 66,000 pounds. Western Classifica- 
tion, the report said, rated these acids, in carboys, class A, 
minimum 30,000 pounds and, excepting nitric acid, in tank cars, 
fifth class. Nitric acid, it said, was also rated class A in car- 
boys because it could not be shipped in tank cars, without dam- 
age to the containers. The carriers took the position, said the 
report, that the disadvantage of the complainants in competing 
with receivers of acids in tank cars was principally due to the 
difference in price of the same acid in the respective containers, 
carboys and tank cars. 


SCHOOL BOOK RATINGS 

The Commission, by division 4, has dismissed No. 17684, 
American Book Company vs. Ann Arbor et al., mimeographed, 
finding the ratings on school books, in carloads and less-than- 
carloads, in Official, Southern and Western territories not unrea- 
sonable. The Commission said the complaint alleged that the 
ratings on “books, n. o. i. b. n.” were unreasonable. The Com- 
mission was asked, the report said, to prescribe for the future, 
the same ratings for school books as were provided for school 
blanks and forms. 


COTTON LINTER REPARATION 


The Commission, by division 4, in No. 18757, Southern Cot- 
ton & Paper Company vs. Atlanta & West Point et al., mime- 
ographed, has found rates on cotton linters, in carloads, from 
Lakewood Station and Rome, Ga., to Chattanooga, Tenn., unrea- 
sonable to the extent they exceeded, at the time of shipments, 
in 1924 and 1925, the contemporaneous sixth-class rates, and 
awarded reparation to that basis. 


LEAD RATES ORDERED 


The Commission, by division 4, in No. 16274, Oklahoma 
Traffic Association et al. vs. St. Louis-San Francisco, mimeo- 
graphed, has found unreasonable, but not unduly prejudicial, 
rates on pig lead, red lead, and litharge, in carloads, from Joplin, 
Mo., to Oklahoma City, Okla., prescribed new ones to be effec- 
tive not later than September 27, and awarded reparation. The 
new rates are to be 36 cents on pig lead, and 45 cents on red 
lead and litharge, to which basis reparation was awarded. The 
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report also covers a sub-number, Same vs. Missouri, Kansas & 
Texas et al. 


SHEEP MINIMUM WEIGHT 

The Commission, by division 4, in No. 18768, Calkins, Augs- 
bury & Mikan vs. Michigan Central, mimeographed, has found 
the rate charged on sheep, in double-deck cars, from Chicago, 
Ill., to Wolverine, Mich., in May, 1922, applicable, but that the 
minimum weight of 22,000 pounds, was unreasonable to the ex- 
tent it exceeded 18,000 pounds, a minimum ordered in National 
Live Stock Exchange vs. A. A., 69 I. C. C. 125. It awarded rep- 
aration to the basis of a minimum of 18,000 pounds. 


TOMATO FINDING AFFIRMED 


In a mimeographed report by division 4 in No. 16414, Coul- 
bourn Fruit Co. et al. vs. Baltimore & Ohio et al., the Commis- 
sion has affirmed its finding in the original report, 104 I. C. C.,, 
734, that the rate charged on one carload of tomatoes from Gib- 
son, Tenn., to Youngstown, O., was unreasonable to the extent 
that it exceeded 81.5 cents, and the award of reparation. 


RATES ON AUTOMOBILES 


The Commission, by division 4, in No. 16990, Mirabel Motor 
Co. vs. Michigan Central et al., mimeographed, has found not 
unreasonable or otherwise unlawful, the rates charged on four 
carloads of automobiles from Lansing and North Flint, Mich., 
and on a steam condenser, less-than-carload, from Philadelphia, 
Pa., to Santa Fe, N. M. The report also covers No. 17246, 
Santa Fe Water & Light Co. vs. Pennsylvania et al. The report 
suid there appeared to have been an overcharge of 1.5 cents per 
100 pounds on the shipment from Philadelphia. The issue was 
as to the applicability of the intermediate application rule. Re- 
fund of the overcharge was directed and the complaints dis- 
missed. 





MITCHELL, S. D., SWITCHING CHARGE 


The Commission, by division 1, in a report written by Com- 
missioner Taylor, in No. 18561, Mitchell Chamber of Commerce 
vs. Chicago, Milwaukee & St. Paul et al., mimeographed, has 
found unreasonable and unduly prejudicial the interchange 
switching charges maintained by the defendants at Mitchell, 
S. D., on interstate line-haul traffic to the extent they exceed 
$3.60 per car. That charge is to be established not later than 
September 28. The Milwaukee, and the Chicago, St. Paul, Min- 
neapolis & Omaha, known as the Omah&, were the defendants. 
Their charges are 1.5 cents per 100 pounds, minimum $5 per 
car. The report says the Omaha was willing to establish a 
per car charge of $3.60. The shippers asked for charges such 
as were assessed by the two defendants at Sioux Falls, S. D., 
with shippers at which point shippers at Mitchell were and 
are in competition. Mr. Taylor said that the record indicated 
that the predominant charge at competitive points and other 
points in the surrounding territory was $3.60 per car, the charge 
which the Commission said should be established at Mitchell. 


TRAIN CONTROL DEVICES 


The Commission, by division 1, in No. 13413 (Sub. Nos. 36-2), 
mimeographed, has conditionally approved the installation of 
an automatic train stop device by the General Railway Signal 
Company on the Boston division of the Boston & Albany Rail- 
road, and prescribed requirements in respect of apparatus and 
operations with which the carrier is expected promptly to com- 
ply. The carrier estimated the total cost of the installation at 
$273,596.99. 


FOURTH SECTION ON ROSIN 


On its own motion, the Commission, by division 4, in No. 
16957, Procter & Gamble Company vs. Alabama & Vicksburg et 
al., mimeographed, has reversed its former finding, 112 I. C. C. 
381. In that report it found that the failure of the carriers to 
provide transit arrangements at Cincinnati, on rosin, from points 
in the south and southeast was not “unreasonable, unduly pre- 
judicial, or otherwise unlawful.” The complaint alleged that the 
rates on rosin from points in Alabama, Florida, Georgia, Louis- 
iana, and Mississippi to Ivorydale (Cincinnati), Ohio, there 
graded and stored, and reshipped to Hamilton, Ont., were unrea- 
sonable, unduly prejudicial, and in violation of the long-and- 
short haul part of the fourth section. 

The new finding is that “greater compensation, in the aggre- 
gate, is charged for the transportation of like property for 4 
shorter than for a longer distance over the same route in the 
same direction, the shorter being included within the longer dis- 
tance. This is in contravention of section 4 of the act. Rates 
on Grain Milled in Transit, 35 I. C. C. 27; Strasburg Steam 
Flouring Mills vs. Southern, 53 I. C. C. 52; 58 I. C. C. 337. This 
is so notwithstanding that the 42-cent rate and the factor of the 
combination rate from Cincinnati to Hamilton are joint rates 
from points within the United States to a point in Canada. Con- 
ference Ruling 447; International Nickel Company vs. Director- 
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August 13, 1927 


General, 66 I. C. C. 627; United Paperboard Company vs. C. N. 
Rys., 74 I. C. C. 783; Rygate Paper Company vs. B. & M., 87 I. 
Cc. €:Ors:” 

In this report on further consideration, the Commission said 
that a joint rate of 42 cents applied on rosin, to Hamilton from 
the gulf ports and points directly intermediate thereto. The 
Louisville & Nashville, the report said, allowed grading and 
storage in transit at Latonia and Central Covington, Ky., in 
Kentucky opposite Cincinnati, on that 42-cent rate. On rosin 
graded and stored at Ivorydale, reforwarded to Hamilton, the 
applicable rate was the combination of rates to and from Cin- 
cinnati. That, the report said, resulted in higher charges in the 
aggregate on rosin graded and stored at Ivorydale than on rosin 
graded and stored at Latonia or Central Covington. For exam- 
ple, said the report, a carload of rosin might be shipped from 
New Orleans to Latonia over the Louisville & Nashville, there 
graded and stored, and reshipped to Hamilton at a joint rate of 
42 cents, while on a like shipment over the same route from Biloxi, 
Miss., intermediate to New Orleans, graded and stored at Ivory- 
dale, the Cincinnati combination of 61.5 cents was charged. In 
that and other instances, the Commission said, the aggregate 
compensation was greater for the shorter than for the longer 
distance, over the same route in the same direction, the shorter 
being included within the longer distance. 

The Commission, without indicating how, said the defend- 
ants were expected, promptly, to remove the fourth section vio- 
lations that existed. 


N. Y. C. CONTROL OF M. & N. 


Acquisition by the New York Central of control of the Mid- 
dleport & Northeastern by purchase of the entire capital stock 
of the latter has been approved and authorized by the Com- 
mission, division 4, in finance No. 6366. The report said the 
M. & N. was organized on April 11, 1913, under the laws of 
Ohio, with an authorized capital stock of $1,000, consisting of 
10 shares of the par value of $100 each. Its line extends from 
a connection with the Kanawha & Michigan at Rockville, to 
Calvin, a distance of about two and one-half miles, in Meigs 
county, Ohio. The construction of the line was sponsored by 
the Kanawha & Michigan, which has operated the line. The 
Kanawha & Michigan, January 1, 1922, leased its properties, 
rights, leases, etc., to the Toledo & Ohio Central and on the 
same date the Toledo & Ohio Central leased its properties, etc., 
to the New York Central. The report said the stock of the 
M. & N. was owned by present officers and a former officer of 
the New York Central, all of whom had agreed to sell their 
holdings to the New York Central at par. The Kanawha & 
Michigan operated the line under an agreement that, may be 
terminated by either party on six months’ notice to the other, 
and the New York Central said that, in view of the existence 
of the leases described above, the public interest required that 
it acquire the stock of the M. & N. : 


SANTA FE VALUATION REPORT 


_In Valuaton Docket No. 625, Atchison, Topeka & Santa Fe 
Railway Company et al., 127 I. C. C. 1-847, the Commission has 
found that, as of June 30, 1916, the final value for rate-making 
purposes of all properties embraced in the proceeding, used by 
the Santa Fe system for common carrier purposes, is $579,057,- 
598, including $15,665,500 for working capital. The report also 
embraces Valuation Dockets Nos. 348, 579, 597, and 112. An 
entire volume was devoted to the report and no opinion number 
was given. 

Total owned property of the Santa Fe itself was valued at 
$400,990,818, and total used property, $486,346,917. 

; The report is the first that has been issued under the valu- 
ation conference plan. The conferences, according to the re- 
port, resulted in agreement on many disputed questions. Later 
tentative valuation reports were issued and formal hearings 
thereon were held. In those instances in which there had been 
agreement on fact but not on rule, principle or law, the agree- 
ment and the contentions of conferees, concisely stated, were 
thus brought to the record, according to the report, and in those 
instances in which there was complete disagreement the issues 
and positions of conferees were clearly summarized and stipu- 
lated. In this way, the Commission said, the issues were clari- 
fied and narrowed by men trained in the technical subjects. 
Testimony was greatly curtailed, with large saving of time and 
money on the part of all concerned, according to the report. 


— were submitted and oral argument had on the questions 
at issue. 


_ The properties of the Santa Fe system were previously tenta- 
tively valued at $566,896,084, including working capital. The 
Protestants contended that the value of all the common carrier 
Properties used by the system should be $750,000,000, plus what- 
ever additions the Commission might decide to be warranted by 
reason of evidence in support of increased prices and quantities. 
It was stated in a footnote that the $750,000,000 included six 
Santa Fe common-carrier properties not embraced in the instant 
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proceeding on which a tentative valuation of $4,833,821 had 
been placed. 

The books of the Santa Fe recorded an investment to valua- 
tion date, June 30, 1916, in road and equipment, of $534,221,- 
828.58, the report said. If readjustments 'were made in ac- 
cordance with the Commission’s accounting examination, this 
amount would be decreased to $500,268,145.99. The Commission 
said it was unable to state, except in part, the original cost to 
date. On date of valuation, the Santa Fe had outstanding a 
total par value of $634,924,553.50 in stock and long-term debt, of 
which $214,312,500 represented common _ stock, $124,173,700 
represented preferred stock, and $296,438,353.50 was founded 
debt. These securities, the report said, could not be properly 
compared with the common-carrier property then owned by the 
company inasmuch as they applied not only against such 
property, but also against non-carrier property and investments 
in the securities of affiliated and other corporations. The cost 
of reproduction new as of June 30, 1916, of common-carrier 
property owned and used, exclusive of lands, was found to be 
$390,098,859, and the cost of reproduction less depreciation, 
$314,008,244. The Commission said that for reasons explained 
in the Texas Midland valuation case, it regarded the estimate 
of cost of reproduction new as a reasonably close approximation 
of original cost to date of the property other than land. The value 
on valuation date of common carrier lands then owned and used 
was found to be $49,210,377. 

The detailed valuation figures for the Santa Fe proper were 
set forth as follows: Owned and used, $397,360,000; wholly 
owned, but not used, $3,630,818; wholly used, but not owned, 
$88,499,017; jointly used, but not owned, $347,900; material and 
supplies stock used, but held by other system lines, $140,000; 
total used, but not owned, $88,986,917; total owned, $400,990,818; 
total used, $486,346,917. 

Values of other properties embraced in the proceeding were 
set forth as follows: 


On like consideration, we further find that the final value for 
rate-making purposes, as of June 30, 1916, of the property owned 
or used for common-carrier purposes by the other corporations con- 
sidered herein is as set out below opposite the name of each road: 





Owned and Owned but Used but 

Road used not used not owned 
California, Arizona & Santa Fe............ ek eer 
Dodge City & Cimarron Valley............ eae 
Garden City, Gulf & Northern.............. eer 
Se ee ee 245,000 «sw cccccces 
I I inn o's 6:0 :0:5 6:65.54 200-4 0.0 '0:8 OS a oes 
Te DR Be RCE BO oc vic iiiceicncvvevctovees A Ae 
Rocky Mountain & Santa Fe............... ae 
TEM IIR food. 0 S500 000 45 o% 00s o6 renee 49 a! eee 
ee eT eer es ee So eee ce 
ee ee Se. |)” ivtenenmseed 
Gulf, Colorado & Santa Fe...... $55,950,000 987,816 $15,247,070 
ME poise daciasil<cnls gdbwevawsclioels oe6ees ie |. Boece 
Comoho, Ban Gaba @ WiON0. <o0..000cccccees eee 
Gulf, Beaumont & Great Northern......... 4 pa 
Gulf, Beaumont & Kansas City............ pe ae 
Guilt & Interstate (of. Teas)... ccvcccccces CC ee 
Be ee ey rer pe Ree 
pO RS enn See er he eee 
Pott TAGMVAP TON OLGs vice owis:s0.0:0:0 0:0:5:9:0:20200 i rere sees 
Panhandle & Santa Fe.......... C.2IS GOO. kk ewes isaes 14,085,111 
a eer re er ee ef, aoe 
Pecos &. Northern. TERA. ....0:00.6.0.00:0.0008002:0 17, SUT GES * c :c'c veccye 
era 1,056,000 bivkes s¥awne 97,500 


Commissioner Hall, concurring in part, objected to a finding 
that, on valuation date, the Santa Fe’s cash working capital was 
not in excess of $310,000, saying that he found it difficult to 
accept the conclusion that such a system as the Santa Fe could 
be operated on valuation date with a cash working capital not 
exceeding that amount. He also said that in this case, as in 
others, the treatment accorded to “other values or elements of 
value,” seemed to him to fall far short of the statutory require- 
ment. Commissioner Aitchison joined in this expression. 


Commissioner Woodlock, concurring, said that, inasmuch as 
the methods employed in this case were similar in their essen- 
tials to those employed in the case of the Delaware & Hudson 
Company valuation, he concurred for reasons stated in his ex- 
pression in Delaware & Hudson Company, 116 I. C. C. 611. 

Commissioner Eastman, dissenting, said he disagreed with 
the result reached in this case for the reasons that were fully 
stated in his dissenting expression in San Pedro, Los Angeles & 
Salt Lake R. R. Co., 75 I. C. C. 463, 523-567. 

“Briefly,” said he, “I dissent because the final value arrived 
at is materially in excess of the amount of the honest and pru- 
dent investment in the property existing on valuation date.” 

The report stated that Commissioner Brainerd did not par- 
ticipate in the disposition of the case. 

The Commission summarized its findings as follows: 


1. Protests of carriers against tentative valuations of their prop- 
erties considered and determined. 

2. Cost data study of engineering made by a subcommittee of 
the railroad presidents’ conference committee, western group, an- 
alyzed and found to warrant no increases in the percentages tenta- 
tively applied in estimating cost of reproduction. 

3. In determining freight rates on construction material, Texas 
Midland Railroad, 75 I. C. C. 1, followed. Cost of replacement under 
maintenance conditions is not equivalent to cost of reproduction. 
A reasonable reproduction program would not require an assumption 
of the nonexistence of entire line throughout construction period. 
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The construction period of each section should terminate upon the 
commencement of commercial operation, even though the section may 
be used thereafter for —— construction material to uncompleted 
sections beyond. Foreign-line haul should be computed at reasonable 
commercial rates fixed after due consideration, among other factors, 
of volume of traffic required for reproduction. 

4. When railroads owned by separate corporations comprise a 
single system, company-haul rate should be used on materials trans- 
—* over one system road for the construction of another system 
road. 

5. Studies in cost of tracklaying and surfacing by subcommittee 
of railroad presidents’ conference committee, western group, analyzed 
and found unacceptable as a basis for pricing this work. . 

6. Harvey houses found reasonably necessary for railroad pur- 
poses and classified as common-carrier facilities. Hotels, curio build- 
ings, and other improvement apart from railway facilities at Grand 
Canyon, Ariz., Indian and curio buildings at Albuquerque, N. M., 
news storehouse at Newton, Kans., and dairy farms at Newton and 
at La Junta, Colo., Del Rio, Ariz., and Temple, Tex., classified as 
noncarrier because not reasonably necessary. 

7. Refrigerator cars hired on a mileage basis from an affiliated 
noncarrier corporation can not be included in the inventory of property 
owned or used by a common carrier. 

8. In estimating cost of reproduction, the cost of foreign-line haul 
on freight cars should be included in the proportion that such costs 
were historically borne by the carrier. The cost of distributing freight 
= — points of receipt on the carrier’s line should not be in- 
cluded. 

9. Percentages for general expenditures derived from study of cost 
data on comparatively small projects are not determinative in esti- 
mating such expenditures for a major carrier. 

10. Existence of depreciation is a question of fact. If it exists 
it must be ascertained and reported, even if it is balanced by 
appreciation, solidification, or other factors. Visual inspection and 
outside measurements fail to disclose full amount of physical de- 
terioration, and the latter fails to measure the whole of depreciation. 
Normal service life of property under particular conditions can not 
be disregarded. 

11. Cash working capital is that required for operation and taxes 
and is exclusive of funds necessary to meet maturing obligations, 
interest on indebtedness, rent other than for the use of joint fa- 
cilities, dividends, or expenditures for additions and betterments. Ex- 
perience of the carrier’as to the relative lag in income and outgo 
of revenue is a controlling factor in determining its needs. Cash 
accumulated from collections made in advance of disbursements for 
the same services should not be included in working capital. 

12. Unapplied materials issued for imminent use and charged in 
operating expenses should not be included in material and supplies. 

13. In a valuation for rate-making purposes, going-concern value 
can not be measured in whole or in part by earning power, skill of 
management, efficiency of employes, readiness to serve, amount of 
attached business, or past deficits. 

Final value for rate-making purposes as of June 30, 1916, of 
all properties embraced in this proceeding, used by the Santa Fe 
system for common-carrier purposes, found to be $579,057,598, includ- 
ing $15,665,500 for working capital. 


FINAL VALUATION REPORTS 


Valuation Docket No. 925, Pueblo Union Depot and Railroad Co., 
opinion No. B-548, 125 I. C. C. 469-84, final value for rate-making 
purposes of property owners and used for common carrier purposes 
found to be $425,600, as of June 30, 1916. 

Valuation Docket No. 979, Owasco River Railway, opinion No. 
B-554, 125 I. C. C. 607-19, final value for rate-making purposes of 
property owned and used for common carrier purposes found to be 
—- and of property used but not owned, $47,000, as of June 30, 


Valuation Docket No. 975, Saratoga and Encampment Railway Co., 


opinion No. B-549, 125 I. C. C. 485-97, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $631,173, as of June 30, 1919. 

Valuation Docket No. 698, Big Sandy & Kentucky Railway Co., 
opinion No. B-551, 125 I. C. C. 517-31, final value for rate-making 
purposes of the property owned and used for common carrier pur- 
poses, found to be $95,000, and of property used but not owned, $28,- 
302, as of June 30, 1918. 

Valuation Docket No. 822, Denver Union Terminal Railway Co., 
opinion No. B-550, 125 I. C. C. 498-516, final value for rate-making 
purposes of the property owned and used for common carrier pur- 
poses found to be $3,861,000, as of June 30, 1917. 


TENTATIVE VALUATION REPORTS 


Union Stock Yards Company of Omaha, Ltd., as of June 30, 1919, 
total owned property, $1,447,155; total used property, $1,455,444. 

The Toledo Terminal Raiiroad Co., as of June 30, 1917, total 
owned property, 2,487,278; total used property. $2,491,510. 

Terminal Railroad Association of St. uis, and affiliated lines, 
as of June 30, 1919, total owned property, $19,309,368; total used prop- 
erty, $30,430,903. The other carriers covered by the report and the 
values as to them are as follows: Terminal Railroad of East St. Louis, 
$1,801,120; East St. Louis & Carondelet, $555,720; St. Louis Terminal, 
$1,450,000; East St. Louis Belt, $140,120; Illinois Transfer, $721,001; 
St. Louis Belt & Terminal, $980,000; St. Louis Bridge, $2,708,160; and 
Tunnel Railroad of St. Louis, $950,000. On date of valuation the invest- 
ment of the Terminal Railroad Association of St. Louis in road and 
equipment, including land, was stated in the books of the carrier as 
$20,778,230.37, which, the report said, would be reduced to $18,161,678.91 
under readjustments required by the Commission’s accounting ex- 
amination. Cost of reproduction of all common-carrier property, other 
than land and material and supplies, owned or used by the Terminal 
Railroad Association, on valuation date, was set forth as follows: 
Cost of reproduction new of total owned property, $9,451,118; less 
depreciation, $7,046,868; cost of reproduction new of total used prop- 
erty, $19,222,725; less depreciation, $14,392,620. Total owned carrier 
lands were valued at $9,146,973, and total used lands, $12,501,634. 


PIEDMONT & NORTHERN EXTENSIONS 


Voluminous briefs were filed this week with the Commis- 
sion by the Piedmont & Northern Railway Company in support 
of its proposal to extend its lines from Spartanburg, S. C., to 
Gastonia, N. C., 51 miles, connecting the present South Carolina 
line with the North Carolina line of the company, and from 
Charlotte, N. C., to Winston-Salem, N. C., 72 miles, and by the 
Southern Railway Company, intervener and protestant. 

According to the Piedmont & Northern, it operates an in- 
terurban electric railway, and although engaged in the general 
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transportation of freight is not operated as a part or parts of 
a general steam railroad system of transportation, and is, there- 
fore, by paragraph 22 of section 1 of the interstate commerce act 
expressly excluded from the operations of paragraphs 18 to 21, 
inclusive, of section 1. The applicant contends that the Com- 
mission is without jurisdiction of the subject matter but asks, 
in the event the Commission holds it has jurisdiction, that a cer- 
tificate of public convenience and necessity be issued permitting 
the proposed lines to be built. 

The applicant’s contention that the Commission is without 
jurisdiction is based not only on the allegation that the line is 
not operated as a part of a general steam railroad system of 
transportation, but also on the allegation that the proposed con- 
struction was begun in good faith prior to the effective date of 
paragraph 18 of section 1 of the act. 

In its brief, the Southern avers that the Piedmont & North- 
ern is controlled by the same interests that control the Duke 
Power Company, Southern Power Company, Southern Public 
Utilities Company, and subsidiaries and allied companies; that 
the ownership of the line by the “Duke Interests” has resulted 
in control by it of a vast amount of traffic; that construction 
and operation of the proposed lines would result in a violation 
of the commodities clause of the Hepburn act and that the Com- 
mission, therefore, should refuse a certificate, and that because 
of the interrelationship of the “Duke Interests,” the Piedmont & 
Northern, with its proposed extensions, would constitute but 
an enormous plant facility, therefore, a result deprecated by the 
Commission. 

The Southern says the Piedmont & Northern, as now con- 
structed, has been “a predatory enterprise from the time of its 
conception.” It says that the proposed lines would closely 
parallel the lines of the Southern and those of the Winston- 
Salem Southbound and would depend for traffic upon that which 
could be taken away from existing lines. It also contends that 
its facilities are adequate to meet all transportation require- 
ments in the territory through which the proposed lines would 
extend. It says construction and operation of the lines would 
deprive it of more than $10,000,000 gross revenue the first year 
and larger amounts in subsequent years, and would result in an 
impairment of the ability of the Southern to serve the public. 
The Southern further contends that the Piedmont & Northern 
is not an “interurban electric railway not operated as a 
part or parts of a general steam railroad system of transporta- 
tion,” and that the proposed lines do not constitute uncom- 
pleted portions of a project undertaken prior to the effective 
date of paragraph 18 of section 1 of the act. 

The Piedmont & Northern says in its brief that the com- 
munity of interest existing between it and the Duke Power Con- 
pany and its affiliated interests is neither improper, illegal nor 
opposed to the public interest. It says that business diverted 
from other lines will be inconsequental and will be only tempo- 
rary in character, and that the proposed lines will furnish com- 
petition in transportation, which will greatly improve service. 
It is stated in the Piedmont & Northern brief that its lines will 
connect with the Norfolk & Western, the Winston-Salem South- 
bound, the Southern, and the Seaboard Air Line, and through 
them will give access to markets of the country. It says it 
now has working arrangements and contracts with the various 
steam lines that are opposing the application and that it expects 
to continue to do business with them. 


TRAIN CONTROL PATENT QUERY 


The Department of Justice is making a more or less routine 
inquiry into the arrangements between holders of automatic 
train control patents for reciprocal use of their patented features 
of control devices with a view to determining whether any 
of those arrangements contravene the anti-trust laws. The in- 
quiriy is somewhat routine in that an inquiry of that sort is 
made in respect of all cross-licensing agreements whereby the 
holders of patents avoid conflicts among themselves and each 
assures to the other the right to incorporate the latest improve- 
ments in the devices made by those having such reciprocal 
agreements. 

As a broad rule, the owner of a patent has the right to do 
anything that pleases him in the making of arrangements for 
the fullest possible enjoyment of the fruits of his invention. 
However, at times, it has been alleged, generally by persons not 
included within such agreements, that the agreements cover 
things not covered by the patents, such covering being made as 
a device for evading the anti-trust laws.’ The government is 
now maintaining a suit against owners of patents for cracking 
petroleum under heat and pressure, an allegation in the suit 
being that things that are not patented are covered by the agree- 
ment. Another allegation is that some of the patents were 
procured by fraud and still another that the devices were not 
patentable because anticipated by earlier inventions and that 
therefore the agreement constitutes a violation of the anti-trust 
laws. 

The Commission, officially, is not interested in the inquiry. 
Its only interest in automatic train control devices is in the 
question whether a given device will do the work intended. 
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August 13, 1927 


EASTBOUND STEEL RATES 


A considerable revision of rates on iron and steel articles, 
from mill points in western Pennsylvania, West Virginia, and 
Ohio to Philadelphia, Pa., has been recommended by Examiner 
J. J. Williams in No. 18031, American Motor Body Corporation 
et al. vs. Baltimore & Ohio et al., the rates from Pennsylvania 
points to Philadelphia being those over interstate routes. The 
case was jointly heard with the Pennsylvania commission, that 
body having proceedings before it involving the intrastate rates 
on iron and steel articles in Pennsylvania. 

Among the recommendations made by the examiner, as to 
rates, are that reductions be made as follows: Ashtabula, O., 
from 37.5 to 32.5 cents; from Pittsburgh and Beaver Falls, Pa., 
from 32 cents to 29 cents; from Cleveland and Lorain, from 38 
to 35 cents. 

The present record, the examiner said, would not sustain 
a finding that the rates from Buffalo to Philadelphia were un- 
reasonable. It was the position of Buffalo interests, the exam- 
iner said, that because Buffalo for many years had been on the 
same basis on business to Philadelphia, whatever reduction was 
made in the Pittsburgh-Philadelphia rate should likewise be ac- 
corded the Buffalo-Philadelphia rate. 

A further finding was that there was insufficient evidence 
to warrant a finding that the present relationship, Youngstown, 
Cleveland, Canton, O., etc., over Pittsburgh, on traffic to Philadel- 
phia was unreasonable. The Mahoning and Shenango valley mills, 
constituting one group in which Youngstown is the hub, now 
paying 2 cents over Pittsburgh, contended that Youngstown, 68 
miles from Pittsburgh, should take no more over Pittsburgh, to 
Philadelphia, than Johnstown, 78 miles east of Pittsburgh, took 
under the Pittsburgh rate. Johnstown is 1.5 cents under Pitts- 
burgh to Philadelphia. 

The primary finding, upon which this revision is proposed 
to be founded, is that the fifth class rates on certain manufac- 
tured iron and steel articles, carloads, from points in western 
Pennsylvania, West Virginia, and Ohio, to Philadelphia, Pa., 
are unreasonable, to the extent, in part indicated in the rates 
hereinbefore set forth. The articles are angles, bands, bars, chain 
and channel iron, beams, bolts, columns, fittings, boiler flues, 
girders, hoop iron, nails, piling, pipe plates rivets, shafting, sheet 
iron, tubing and other unfinished iron and steel material. 

The complainants, receivers of iron and steel articles at 
Philadelphia, the examiner said, alleged that the fifth class rates 
imposed on the articles mentioned as well as others from origin 
points in western Pennsylvania, West Virginia and Ohio,: set 
forth in an appendix to the report, were unreasonable to the 
extent they exceeded or might exceed 70 per cent of fifth class. 

Various manufacturers and fabricators of iron and steel 
articles and organizations of shippers and commercial interests 
in Trunk Line and the eastern part of Central territories, the 
examiner said, intervened. Generally speaking, he said they 
could be divided into two groups, namely, those located east of 
the Buffalo-Pittsburgh line and those west thereof. He said 
that while the former, including Buffalo interests, did not oppose 
the relief sought, namely, 70 per cent of fifth class, they stated 
that any reduction in the Pittsburgh-Philadelphia rate should 
also be accorded the rates from their points to Philadelphia. 
The other group, he said, contended that they should be given 
a reasonable rate, namely, a rate not to exceed the Pittsburgh- 
Philadelphia rate by amounts equal to the differentials in effect 
prior to June 25, 1918, when General Order No. 28, issued by the 
Director-General of Railroads, disrupted rate adjustments that 
had long been in effect. 


There were also interventions on the port differential phase 
of the case, but the interveners on that phase, Williams said, 
took no active part in the proceedings. Williams, in summing 
up his report, said the port differentials might not be disturbed 
in a proceeding of as limited scope as this one. He also said 
that it was apparent that the prescription of a strict mileage 
— was incompatible with the maintenance of those differ- 

als. 

The railroads pointed out that 70 per cent of fifth class, in 
the territory west of the Buffalo-Pittsburgh line, for use in 
making rates on iron and steel to Philadelphia, would produce 
rates lower than sixth class in Trunk Line territory. Admitting 
that Trunk Line rates were somewhat of a hodge podge, the 
examiner said the carriers insisted that rates in Trunk Line 
territory should be somewhat higher than in Central territory 
on account of the more difficult operating conditions. 

Examiner Williams took the case of Pollak Steel Co. vs. 
Baltimore & Ohio, 49 I. C. C. 288, as his starting point. The 
carriers contended that in that case the Commission permitted 
them to advance their rates to the fifth class basis, thereby 
recognizing that basis as reasonable on such shipments. As 
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to that contention, Williams said the Commission, in that case, 
permitted the carriers to remove the undue prejudice found 
against Cincinnati shippers as they saw fit, but “did not approve 
fifth class as a reasonable basis for iron and steel articles.” In 
the course of his report he also discussed the contentions made 
about the effect of Iron and Steel Articles, 89 I. C. C. 606, Ameri- 
can Shipbuilding Co. vs. Director-General; 89 I. C. C. 601, Western 
Trunk Lines; Iron and Steel, 47 I. C. C. 109, Jones & Laughlin 
Steel Corporation vs. Baltimore & Ohio, 96 I. C. C. 682, and 
National Paving Brick Manufacturers’ Association vs. A. & V., 
68 I. C. C. 218. The carriers cited the latter to show that the 
reasonableness of higher rates in Trunk Line than in Central 
territory had been recognized by the Commission. The examiner 
said that while the brick scale prescribed in that case for Trunk 
Line territory was somewhat higher than for Central territory, 
the difference did not necessarily reflect transportation condi- 
tions, but rather the respective levels of the then existing rates. 

Examiner Williams said that No. 17000, Rate Structure In- 
vestigation, Part 6, Iron and Steel Articles, was now being heard 
and that the findings proposed by him in this case should be 
without prejudice to the finidngs and conclusions that might 
be reached in that proceeding. The finding, as to rates, pro- 
posed by him, was as follows: 


The Commission should find that the rates assailed are and for 
the future will be unreasonable to Philadelphia to the extent they 
exceed or may exceed 29 cents from Apollo, Beaver Falls, Bracken- 
ridge, Carnegie, Economy, Ellwood City, Fallston, Franklin, Munhall, 
McKeesport, Pittsburgh, Sharpsburg, Vandergrift, Scottdale, and 
Woodlawn, Pa., Wheeling, Sabraton, and Follansbee, W. Va., and 
Toronto, Ohio, 32.5 cents from Ashtabula, Newton Falls, Niles, 
Youngstown, and Sharon, Ohio, and Farrell, Pa., 35 cents from Can- 
ton, Cleveland, Dover, Guernsey, Lorain, Massillon, and New Phila- 
delphia, Ohio, 37.5 cents from Mansfield and Ashland, Ohio, 43 cents 
from Addyston and Middletown, and 27.5 cents from Johnstown. 


PROPOSED SCRAP STEEL RATE 


Examiner Kenneth J. McAuliffe, in No. 19034, Penn Sea- 
board Steel Corporation et al. vs. Chesapeake & Ohio et al., 
said the Commission should find unreasonable a commodity rate 
of $4.28, imposed on 125 carloads of scrap steel, shipped from 
Newport News, Va., to New Castle, Del., in the two years prior 
to the filing of the complaint, which was in October, 1926, to 
the extent it exceeded, exceeds or might exceed $3.78 per long 
ton, prescribe that rate and award reparation. A rate of $3.15 
was sought on the allegation that the one charged was unrea- 
sonable and unjustly discriminatory. A rate of $3.78 on steel 
billets was asserted to have been in effect from New Castle 
to Newport News at the time the scrap steel moved in the 
reverse direction and that usually scrap steel took the billet 
rate. 


CRUSHED STONE RATES 


Examiner F. A. Clifford has recommended the dismissal of 
No. 18162, Andrew Ulysses Givens vs. Louisville & Nashville, 
on a finding that the applicable rate on crushed stone, moving 
over an interstate route, from Franklin, Tenn., to Brownsville, 
Stanton and Keeling, Tenn., in 1925, used in the construction 
of state highways, was not unreasonable. The complainant con- 
tended the rates of $1.70 and $1.80 per net ton were unreason- 
able to the extent they exceeded a rate of $1.60 per ton, con- 
temporaneously applicable on stone the property of federal, 
state, countty or municipal governments, when consigned to 
an officer thereof. After some of the shipments moved, the 
$1.60 rate was made applicable to all movements of crushed 
stone. The examiner said the Commission should find that the 
stone was not the property of any government, but that of the 
contractor and that on shipments that moved prior to August 
1, 1925, as to which a rate of $1.60 was applied, there were 
undercharges outstanding. After August 1, 1925, the rate of 
$1.60 applied to crushed stone either for commercial or state 
use. 


MONTGOMERY COTTON RATES 


In a proposed report, on further hearing, in No. 15219, Mont- 
gomery Cotton Exchange vs. Seaboard Air Line et al., Examiner 
Martin J. Walsh has recommended affirmance of the finding in 
the original report, 109 I. C. ‘C. 579, that defendants’ failure to 
provide for the concentration and warehousing in transit at 
Montgomery, Ala., of cotton from points on and west of the 
Louisville & Nashville between Decatur and Mobile, Ala., des- 
tined to south Atlantic ports and to southeastern and Carolina 
points and, via south Atlantic ports, to New England mill points, 
is unreasonable but not unduly prejudicial. 

This further hearing, Walsh said, was upon the petition of 
the Louisville & Nashville alone. He said that that carrier ob- 
jected to and asked for a modification of that part of the order 
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which permitted concentration at Montgomery of flat cotton 
drawn from points beyond Birmingham and Selma, Ala., con- 
tending that concentration should be performed or allowed only 
at the first compress point en route to destinations. Walsh said 
that, in other words, the Louisville & Nashville asked that the 
order be modified so as to eliminate all territory not voluntarily 
included by it in transit arrangements made by it after the filing 
of the original complaint. The order based upon that complaint 
included, he said, all the origin territory set forth in the com- 
plaint. Walsh said the record on further hearing afforded no 
basis for modifying the former finding and order and that, ac- 
cordingly, they should be affirmed. 


SLAG RATES PREFERENTIAL 


Examiner Burton Fuller, in No. 17817, Chicago Gravel Co. 
et al. vs. Atchison, Topeka & Santa Fe et al., on further hearing, 
has recommended that the Commission affirm the findings in 
the original report, 118 I. C. C. 633, made by division 1, that the 
interstate rates on gravel and crushed stone, in carloads, from 
Joliet, Ill., to the Chicago, Ill.-Gary, Ind., district are unduly 
prejudicial to the complainants and unduly preferential of pro- 
ducers of slag at that point. In the original report the Com- 
mission prescribed rates of 65 and 85 cents per net ton, for 
single and joint line hauls, respectively, on each of the three 
commodities, as a method for the removal of the undue preju- 
dice and undue preference. The rates were made effective 
February 15, 1927. A similar proceeding was had before the 
Illinois commission and similar findings and orders were made. 
This further hearing, like the original, was a hearing before 
the state and federal bodies. 

The cases were reopened for further hearing, without sus- 
pension of the orders, on the petition of the Illinois Slag & 
Ballast Company, a producer of slag at Joliet, solely on the 
allegation of undue prejudice against the complainants and 
undue preference in favor of the producers of slag at Joliet. 

Assuming, Fuller said, as intervener contended, it was neces- 
sary to make a lower rate on slag, as was done on June 25, 
1918, when the Director-General made such a rate, to enable 
slag to compete with gravel and crushed stone, it was clear 
on this record, that to continue the lower rate on slag, at least 
beyond the effective date of the Commission’s order, would be 
and would have been, unduly prejudicial to the complaining 
gravel and crushed stone producers at Joliet. The findings, in 
that respect, he said, should be affirmed. No order for the 
future, he said, was necessary. 





UNCONTESTED FINANCE CASES 


The New York Central has been authorized to issue $38,325,000 
of capital stock, consisting of 383,250 shares of the par value of $100 
each, and to be sold at not less than par and the proceeds used for 
improvements. 

The San Diego & Arizona has been authorized to issue $2,573,371.92 
of promissory notes in renewal of outstanding notes. 

The Great Northern has been authorized to relocate its line in 
Chelan county, Wash., by abandoning a section of track and building 
a new track. 

The Kinder & Northwestern has been authorized to abandon, as 
to interstate and foreign commerce, its line of railroad in Allen Parish, 
La., extending from Kinder to Emad, a distance of 2 miles. 

The Mineral Range and the Hancock & Calumet railroads have 
been authorized to abandon, as to interstate and foreign commerce, 
two miles of line from Calumet to Kearsarge, Mich. 

The Bangor & Aroostook has been authorized to issue $1,468,000 
of common capital stock, consisting of 29,360 shares of par value of 
$50 each, and to be sold at not less than $60 a share. 

Acquisition by the Mountain States Telephone & Telegraph Com- 
pany of the properties of the Meridian (Idaho) Independent Tele- 
phone Company has been approved by the Commission. 

The Ohio & Kentucky has been authorized to extend from July 
1, 1926, to July 1, 1936, the date of maturity of $250,000 of first mort- 
gage sinking-fund 5 per cent gold bonds, and to issue $31,250 of 5 
per cent income certificates, series A, and $175,000 of similar cer- 
tificates, series B. 

The West Pittston-Exeter has been authorized to issue $50,000 of 
capital stock, consisting of 1,000 shares of par value of $50 each, to 
be sold at par for cash to defray in part cost of construction of appli- 
cant’s railroad. 

The Guif & Sabine River has been authorized to abandon, as 
to interstate and foreign commerce, 8.96 miles of line from Gravel 
Pit Junction to the terminus of the line, in Vernon Parish, La. 

The Wichita Falls & Southern Railroad Company has been au- 
thorized to acquire control of the Wichita Falls & Southern Railway 
Company by purchase of capital stock and by lease, and of the 
Wichita Falls, Ranger & Fort Worth Railroad Company by purchase 
of capital stock and bonds and by lease. 


FINANCE APPLICATIONS 


The Delaware & Hudson has asked authority to abandon its 
Honesdale branch from Lookout Junction in Carbondale, Pa., to 
Honesdale Junction, Pa., a distance of about 27 miles. The company 
said the line was constructed in 1828-29 as a gravity railroad to 
provide a means of transportation of anthracite to applicant’s canal 
at Honesdale. Abandonment of the canal in 1899 terminated the use- 
fulness of the line, according to the applicant, for the original pur- 
pose of its existence and left it an unimportant branch line that at 
the present time had an inconsequential traffic, all of which could 
be handled over other rail lines and over improved highways. 

The Santa Fe and the New Mexico Central have applied for 
authority to abandon that part of the New Mexico Central line be- 
tween Torrance and Willard, N. M., 36 miles, and between Kennedy 
and Santa Fe, N. M., 21 miles. The lines have been operated at a 
loss for each year they have been in existence, according to the 
application, and there is no prospect that they will at any time in 
the future be self-supporting. 

In a supplemental application the Baltimore & Ohio has asked 
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for dismissal of portions of its application seeking authority to ; 
nominally $11,425,500 of 5 per cent refunding and genera] Sue 


bonds and $422,500 of Toledo-Cincinnati first lien and refunding tee 
because the purposes for which these bonds were to be issueq ~ 


covered by the issue of $63,242,500 of stock by the Baltimore & 
recently approved by the Commission. : 

The Lehigh & New England has applied for authority to iss 
and sell $750,000 of 4% per cent equipment trust certificates in ow 
nection with acquisition of 200 steel box cars, 8 locomotives ang; 
gas electric passenger car. 1 

The Union Railroad of Oregon has applied for authority to ur 
chase and operate a line of railroad from Union Junction, Ore. , 
Union, Ore., embracing about 2 miles of main track and less te 
a mile of switches. The line to be acquired has been under the 
control of the Central Railroad of Oregon. The applicant was organ, 
ized to take over and operate the line. _ , 

The Pittsburg, Bessemer & Lake Erie has applied for authority 
to issue $3,557,000 of its 5 per cent consolidated first mortgage gold 
bonds, from time to time, as may be required to retire, by exchange 
an equal amount of bonds of the Pittsburgh, Shenango & Lake Brie 

The Illinois Central has applied for authority to issue $8,460,094 
of 4% per cent equipment trust certificates in connection with acqui- 
sition of 15 switch engines, 4,500 freight cars of various types and 
other rolling stock. It said the certificates would be sold under com. 
petitive bidding. F x 

The Louisville & Nashville has applied for authority to aban. 
don that part of its spur track known as its Acton branch, ex. 
tending beyond the Paramount Coal Company’s operation neg; 
Helena, Ala. to Acton, Ala., a distance of approximately 6 miles 
The reason for requesting this abandonment, the L. & N, gaiq 
was due to permanent suspension of coal mining operations by 
the Alabama Fuel & Iron Company at its mines in and about Acton 
Ala., and the exhaustion of merchantable coal in that territory 
reached by the fuel and iron company along the branch or spur 
situated beyond the Paramount Coal Company’s operations neg; 
Helena. 

The Chicago & Illinois Midland has asked authority to isgye 
$1,058,530.80 of equipment notes, payable to the Pullman Car & 
Manufacturing Corporation, without interest except after maturity 
at the rate of 5 per cent, to be dated September 15, 1927, and ma- 
turing quarterly over a period of 10 years from date. The applicant 
will acquire 350 steel gondolas, and 6 passenger train cars of various 
types. 


Ohio 


SUSPENDED TARIFFS 


In I. and S. No. 2962, the Commission has suspended from 
August 11 until March 11 schedules as published in supplement 
No. 20 to Johanson’s I. C. C. No. 1805. The suspended schedules 
propose to restrict rates and routes on lumber and related arti- 
cles, carloads, from Blytheville, Leachville and Arkansas South- 
ern R. R. stations to western points so as not to apply via 
Nettleton, Ark., in connection with Missouri Pacific. This would 
have the effect: of increasing the rates on Cypress piling, etc, 
shipped via Nettleton over the Missouri Pacific R. R. to North 
Little Rock, Ark., there creosoted and reshipped to points be 
yond. The following is illustrative, rates in cents per 100 pounds 
on cypress piling, carloads: 


To Valley Falls, Kans., from Stier, Ark., present 2914; proposed 
combination rate made over Leachville and Nettleton, Ark., 55, 

In I. and S. No. 2961, the Commission has suspended from 
August 10 until March 10 schedules as published in supplement 
No. 5 to Fonda’s I. C. C. No. 232. The suspended schedules pro 
pose to revise distance scales of rates applicable upon hay, in 
carloads, between Texas points, also betwen Texas points, on 
the one hand, and Shreveport, La., and related points on the 
other hand. This revision would result in both increases and 


reductions, of which the following is illustrative. Hay, in car- 
loads, rates in cents per 100 pounds: 
Present Proposed 
Distance, miles A B B 
OR ey eee a ae 7% 10% 8 il 
60 and over 14 17 13 e 
350 and over 28 28 29 . 
800 and over 28 28 43 : 
1300 and over 28 28 53 








A—Single line. B—Joint line. 


In*I. and S. No. 2960, the Commission has suspended from 
August 6 until March 6 schedules as published in supplement 
No. 5 to Eastern Steamship Lines, Inc., Tariff I. C. C. No. Ali. 
The suspended schedules propose to add oils (cottonseed or 
other vegetable oils), in bulk, in barrels, originating in the 
states of Alabama, Georgia, Louisiana, Mississippi, North Car 
lina, South Carolina and Tennessee, to the list of articles not 
subject to free lighterage or transfer in New York Harbor. 


In I. and S. No. 2959, the Commission has suspended from 
August 5 until March 5 schedules as published in joint tariff, 
Speiden’s I. C. C. No. 1076 and Johanson’s I. C. C. No. 1960. 
The suspended schedules propose to increase the rates on classes 
and various commodities from defined territories south of the 
Ohio and east of the Mississippi Rivers to destinations in Lov 
isiana west of the Mississippi River. The following is illus: 


trative: 
Class rates in cents per 100 pounds. 
From Nashville, Tenn., to Shreveport, La. 5 
1 2 3 4 5 A B C ea 
PYOGOME. 06s: hsv 187% 159 135 113 95 99 75 66 . 51 
FEOPOGCE ..0.6600% 199% 169 141 120 97 104% 80% 70 6 


COMMISSION ORDERS 


The petition filed by complainants for rehearing and ow 
sideration of No. 17633, Chamber of Commerce of El Dor 
et al. vs. Rock Island et al., has been denied. 
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The order entered in No. 16586, Three Forks Portland Ce- 

t Co. vs. Chicago, Burlington & Quincy et al., on June 28, 
“ which was by its terms made effective on September 8, 
pe has been further modified so that it will become effective 

) 7, 1927. 

” Se etition of defendants in No. 13736, New Orleans Joint 
fic Bureau VS. Arcade & Attica Railroad Corporation et al., 
for reargument and reconsideration or reconsideration, has been 
ot Louisiana & Arkansas has been permitted to intervene 
in No. 19645, Atchison, Topeka & Santa Fe et al. vs. Baltimore 
al. 
6 Oe oe namber of Commerce of Shreveport, La., has been 
emitted to intervene in No. 17498 and related cases, Litwood 
oil & Supply Co. et al. vs. Santa Fe et al. 

The Victor Colitic Stone Co. has been permitted to intervene 
in No. 19656, James O’Meara et al. vs. B. & O. et al. 

The Jefferson Island Salt Co., Inc., has been authorized to 
intervene in No. 19668, Oklahoma City Chamber of Commerce 
et al. vs. Arkansas Valley Interurban et al. 

The Southern Traffic League has been permitted to inter- 
yene in No. 19688 (and Sub. No. 1), Fruit Dispatch Co. et al. 
ys, Aberdeen & Rockfish et al. 

The West Virginia Pulp & Paper Co. has been permitted 
to intervene in No. 19692, Taggart Brothers Co., Inc., vs. Santa 

al. 
” The Minneapolis, Red Lake & Manitoba Railway Co. has 
been authorized by the Commission to intervene in finance No. 
6410, in re application of Great Northern Pacific, the Northern 
Pacific and the Great Northern for authority to the first-named 
company to acquire control of the other two companies by pur- 
chase of capital stock and to lease their railroads. 

The Western Union Telegraph Co. has been permitted to 
intervene in Valuation No. 1032, Chesterfield and Lancaster, and 
Valuation No. 1033, East and West Coast. 

The Illinois Publishing and Printing Co. has been permitted 
to intervene in No. 19665, Alexandria Paper Co. vs. Senta Fe 
et al. 

The Cudahy Packing Co. has been permitted to intervene in 
No. 19802, Armour & Co. et al. vs. Bangor & Aroostook et al. 


PETITIONS FOR REHEARING, ETC. 


Eugene Morris, agent, on behalf of the defendant carriers, 
has field a petition with the Commission asking for the consoli- 
dation of No. 19330, Indianapolis Board of Trade vs. Akron, 
Canton & Youngstown et al., with I. and S. No. 2954, grain and 
grain products from points in Ohio to points in West Virginia, 
Ohio and Kentucky, and State of Ohio I. and S. dockets 92, 93 
and 94, in re increase in rates on grain and grain products in 
the state of Ohio. 

The Lehigh & New England, the West Shore and the New 
York Central have filed a joint petition in No. 15006, in re 
rates, charges and practices governing anthracite coal, request- 
ing leave to publish a rate of $2.65 per gross ton on prepared 
sizes and $2.39 per ton on pea and smaller sizes of anthracite 
coal from mines on the Lehigh & New England to Albany, N. Y., 
and points in the so-called Capitol district. 


The defendants in No. 19798, Chicago Bridge & Iron Works 
vs. Santa Fe et al., have asked the Commission to postpone 
hearing, and consolidate same with No. 14404, Atlas Metal Co. 
vs Akron, Canton & Youngstown .et al., and cases grouped 
therewith, and that no hearing be had until after the effective 
date of Commission’s order in No. 13535, Consolidated South- 
western Cases, and for such other and further relief as to the 
Commission may seem just. 

The Fort Worth Freight Bureau, Fort Worth Chamber of 
Commerce and North Texas Petroleum Traffic Bureau, protest- 
ants in I. and S. No. 2871, in re rates on petroleum and products 
ftom Mississippi Valley points to Canadian points, have asked 
the Commission for reconsideration upon the present record. 

The complainant in No. 13506, the Parkersburg Rig & Reel 
Co. vs. St. Louis-San Francisco et al., and No. 13537, the Park- 
ersburg Rig & Reel Co. vs. Chicago, Milwaukee & St. Paul et al., 
has asked the Commission to vacate and set aside its order 
eatered on July 25, 1927, and permit the rates, which have now 
been established on rig irons from Parkersburg, W. Va., to 
destinations in Kansas, Oklahoma, Montana and California, in 
compliance with the Commission’s order dated February 8, 1927, 
to remain in full force and effect. 

The complainant in No. 17809, F. H. Glarner & Co. vs. South- 
fm et al., has asked the Commission to reconsider said cause 
® the record as made and grant oral argument before the 
Commission en banc. 

The United States Chain and Forging Co. has asked the 
Commission to reopen No. 17804, Standard Nut and Bolt Co. 
8. New Haven et al., No. 18024, Pawtucket Manufacturing Co. 
8. New Haven et al., and No. 18024, Sub. 1, Wm. H. Haskell 
Manufacturing Co. vs. New Haven et al., for further hearing 
and argument therein, and for leave to intervene in and become 
4 party to said proceedings. 

The defendants, Alabama Great Southern, Cincinnati, New 
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Orleans & Texas Pacific, and Southern in No. 17300, Braggs & 
Millsaps Co. et al. vs. Atlanta & West Point et al., have asked 
the Commission for reconsideration of that finding in the report 
that the rates on live stock were unreasonable and that com- 
plainants are entitled to reparation. 


RELIEF IN HAY RATES 


The Commission has granted permission to carriers having 
lines from hay producing points in Michigan, Ohio, and Indiana, 
to establish reduced proportionals on hay to Ohio River cross- 
ings, Cincinnati to Evansville, and from those states of origin 
to Virginia cities, with a view to giving relief to shippers of 
hay desirous of getting into southeastern markets on better 
terms in comparison with shippers of hay from New York. 
Reductions run along about 7, 8, 9, and 10 cents per 100 pounds. 
The carriers have been given the right to publish such reduced 
proportionals on ten days’ notice. One southern road was ex- 
pected, when the permssion was given, to make application for 
permission to publish reduced rates, beyond the gateways men- 
tioned, on less than statutory notice. However, no application 
had been made at the time the Commission issued its sixth 
section order or permission No. 83274, the one under which the 
lower proportionals north of the gateways are to be made effec- 
tive. 

These lowered proportionals are to serve until the revision 
of rates ordered in 13494, the southern class rate case, goes into 
effect. That revision, it is assumed, will give as much relief 
to the central territory shippers as possible. Shippers from 
interior New York, as the Ohio, Indiana and Michigan shippers 
and the railroads which have been authorized to lower their 
proportiona} rates see the matter, are at an advantage in com- 
parison with their competitors in Ohio, Indiana and Michigan 
by reason of the effect water transportation has had upon rates 
through Virginia cities. The central territory shippers, in con- 
ferences with Director Hardie of the Commission’s bureau of 
traffic, and representatives of the carriers, in the spring, asked 
for relief to enable them to handie a relatively large carry-over 
of hay from last season, as well as a prospectively large crop 
in this current season, by means of a better rate adjustment, 
which the carriers now have been authorized to make. 


STOCK CATTLE RATES 


The American Farm Bureau Federation and the Kansas City 
Chamber of Commerce have asked the Commission to suspend 
the proposal of carriers in Western Trunk Line territory, to 
cancel their tariffs, effective August 15, carrying rates on stock 
or stocker cattle into primary markets in Western Trunk Line 
territory and from Missouri River points to National Stock Yards, 
Ill. They object to the tariffs on the ground that such rates are 
involved in No. 17000, part 9, the Hoch-Smith live stock inves- 
tigation, and that therefore the carriers should not be permitted 
to make a change in the rate situation pending such inquiry. 
Supplement 4, to Chicago, Rock Island & Pacific I. C. C. No. 
11623, is regarded as a tariff typical of a large number filed 
by individual lines and by E. B. Boyd, their agent in such 
matters. 

In a letter to Mr. Sandberg, of the American Farm Bureau 
Federation transportation deparatment, Mr. Boyd denied that 
the proposed cancellation had anything to do with No. 17000, 
part 9. He had made no explanation of the matter, either to 
Mr. Sandberg or to the Commission, up to the time the protests 
were filed. 


LAKE CARGO COAL RATES 


In the interest of the consumers of coal in the northwest, 
the Minnesota Railroad and Warehouse Commission has asked 
the Commission not to suspend the Chesapeake & Ohio, the 
Norfolk & Western and the Louisville & Nashville tariffs re- 
ducing the rates on coal from mines on their rails, in the outer 
crescent, 20 cents a ton, effective August 28. Commissioner 
Ivan Bowen, who signed the letter from that body, said that, 
through The Traffic World and otherwise, the Minnesota com- 
mission had heard of the filing of the tariffs. 

“Obviously,” said Mr. Bowen, “the purpose of these tariffs is 
to place the coal operators in the outer crescent territory on 
the same differential basis as that which has heretofore existed 
and to preserve, in so far as it can be done, a strong, com- 
petitive market into the northwest for coal from all of the 
producing fields in Pennsylvania, Ohio, Kentucky, Tennessee and 
West Virginia. 

“The action of the southern carriers is pleasing to us. Our 
commission has consistently fought for lower rates and the 
maintenance of reasonable differentials from the eastern coal 
fields. In recent years many of our consumers have bought 
large quantities of coal from the southern fields, and if this 
reduction of 20 cents per ton is reflected in the delivered price, 
as we hope it will be, it will represent a very substantial saving 
to the consumers of the northwest.” 

Mr. Bowen said the Minnesota commission was not inter- 
ested in the struggle going on between the various competing 
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fields in the east. Whether Pennsylvania or Ohio, on the one 
hand, or Tennessee, Kentucky or West Virginia, on the other, 
should become the dominant influence in their market, he said, 
was of no particular consequence, so long as each of the fields 
was permitted to sell coal in an open and competitive market. 

“A 20 cent increase in the differential, although not rep- 
resented by an increase in the rates,’ said Mr. Bowen, “cannot 
be helpful to a large majority of our consumers, who, at present, 
are using outer crescent coal, but a 20 cent reduction from 
that territory should have a beneficial influence on prices and 
general market conditions. Any assertion to the contrary does 
violence to human experience and ignores economic law.” 

The Minnesota commission said it did not construe the 
latest decision in the lake cargo coal rate case as a prohibition 
against similar reductions from the southern field. On that 
point, Mr. Bowen wrote: 


That part of your decision in 126 I. C. C. 309 which reduced the 
rates from Pittsburgh and Ohio 20 cents per ton was a step in the 
right direction, but if it is to be construed as a prohibition against 
similar reductions from the southern fields, then we greatly fear that 
it will result in no good to the northwest. But we do not so construe 
the decision. The reasonableness of the rates from the southern fields 
was not at issue in that case. Undue prejudice was not found to 
exist and the southern lines seemed to be strictly within their legal 
rights in making a like reduction for their industry, so long as those 
reductions remain within the zone of reasonableness, impose no 
undue burden upon any other form of traffic, and do not precipitate 
a rate war or violate any provisions of statute. 


August Gutheim and A. B. McElvany, in behalf of the Pitts- 
burgh Operators’ Lake Rate Committee, and all other complain- 
ants in No. 15007, the Pittsburgh Coal Producers’ Association 
complaint that created the present lake cargo coal rate case, 
have protested against and asked for the suspension of the 
tariffs of the lines serving the southern fields, bearing August 
28 as the effective date. The committee for which they speak 
is the successor of the association that brought the complaint. 

Aside from the pro forma recitals as to their principals, 
what rates the tariffs propose, and their prayer for the sus- 
pension of the rates, Messrs. Gutheim and McElvany, in the 
document they filed with the Commission, said: 


That said proposed rates are unjust and unreasonable in that 
they are unreasonably low per se and relatively as compared with the 
rates on lake cargo coal from the Pittsburgh, Number Eight and 
Cambridge districts as prescribed by this Commission in its report 
and order in Docket 15007, Pittsburgh Coal Producers’ Association 
et al. vs. Ashland Coal & Iron Railway Company et al., cited as 
Lake Cargo Coal Rates, 1925, 126 I. C. C. 309. 

That said proposed rates are unduly preferential of the districts 
from which they are published to apply and unduly prejudicial to 
your protestants and the traffic of your protestants in lake cargo 
coal from the Pittsburgh district of Pennsylvania, and unduly preju- 
dicial also to the Ohio Number Eight and Cambridge districts. 

That said proposed rates are therefore unlawful and in viola- 
tion of the interstate commerce act and particularly of sections 1 
and 3 thereof. 


Further, that this Commission has just completed an extensive 
investigation of almost five years’ duration into the rates and the 
relationship of rates on lake cargo coal from the various producing 
districts to all Lake Erie ports (see Lake Cargo Coal Rates, 1925, 
126 I. C. C. 309), and therein reached the conclusion and expressed 
the opinion with respect to the rates from the districts from which 
these proposed reduced rates are to apply that, ‘‘the carriers would 
not be justified in reducing the present rates from those districts.”’ 
These proposed rates are filed in violation of this conclusion and 
opinion of the Commission. 


And, further, that the said proposed reduced rates constitute 
an attempt to maintain, and if permitted to become effective will 
result in the maintenance of differentials in the lake cargo coal 
rate adjustment as between the complaining and the preferred dis- 
tricts as the same are described and referred to in Lake Cargo 
Coal Rates, 1925, supra, lower by twenty (20) cents per net ton than 
those which the Commission concluded, in said report, should be main- 
tained in the future. 


Practically coincident with the filing of that protest was 
the receipt of a report from Pittsburgh that the railroads serv- 
ing the northern districts would not protest against the rates 
proposed by the southern lines nor revoke the concurrences under 
which the southern lines, in their own names and those of 
the northern lines as well, had filed the tariffs against which 
the Pittsburgh operators had protested. It is understood that 
the Pittsburgh operators asked the lines serving them to do as 
much for them as they contended the southern lines had done 
for the southern operators. What they meant by that, it was 
understood, was that the northern lines should ask for the sus- 
pension of the tariffs and give notice of revocation of the powers 
of attorney, commonly called concurrences, which they had 
given the southern lines and by means of which the latter had 
filed the perfectly legal tariffs bearing effective date of August 
28, in the name of and on behalf of the northern lines as well 
as their own. Under the rules of the Commission, notices of 
revocation become effective on 60 days’ notice. Revocation, 
under that rule, could not, it is generally assumed, raise any 
question of the validity of the tariffs. Giving of it, however, 
would be the most formal notice the northern lines could give 
of their disapproval of the acts of the southern lines. Notice 
of revocation, the Pittsburgh interests, it is believed, would re- 
gard as evidence that the railroads serving them were ready to 
do as much for them as the southern lines had done for the 
southern mines, even if it produced no tangible result. 

The Central Pennsylvania Producers’ Association, an inter- 
vener, has asked the Commission to require the carriers to main- 
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tain the differential relationship in respect of rates on lake 

coal that has obtait: ad for many years as between Pittsbaee 
Ohio No. 8 and Ca” »ridge, on the one hand, and the cam 
Pennsylvania field ¢ posed of the Altoona, Bellwood, Blatreyite 
Cherry Tree, Clearucid, Indiana County, New Florence 


e 
and Vintondale groi:'s on the other. * Spangler 
The petitioning ‘roups pointed out that the Commis; 
in its report in thi. asc, dated May 9, 1927, said the rent 
was not sufficiently veloped to warrant specific findings with 
respect to the relationship between the rates from the com. 


plaining Pittsburgh and Ohio districts and other distr 
Ohio, Pennsylvania *nd Maryland, which ship lake car 
but that the carriers should be prepared to justify 
in the present differentials between those districts. 

These groups are served by the Pennsylvania as the origi. 
nating carrier. The petitioning association pointed out that 
the Pennsylvania, by reducing rates from Pittsburgh on August 
10, in respect of the districts in central Pennsylvania had djs 
regarded “its obligations and has ignored and disregarded the 
spirit and purpose of the Commission’s requirements” jp its 
report in this case; that the Pennsylvania had changed the di. 
ferential between the Pittsburgh district and the petitioning 
districts and had widened the differential over Pittsburgh by 
4 cents per net ton as to the Blairsville district and by 10 cents 
per ton as to the other districts. That widening of the diffe. 
entials, the petitioner pointed out, was brought about by the 
reduction by the Pennsylvania of the rate from the Pittsburgh 
Ohio No. 8 and Cambridge districts without like reductions 
from the central Pennsylvania district, effective August 10, 

The Commission asked the southern lines for an explana. 
tion of the schedules they filed, proposing reduced rates on coal 
to Toledo and Sandusky, O., for transshipment via the lakes as 
cargo. In response to that request J. M. Dewberry, general coal 
and coke agent of the Louisville & Nashville, called on the 
members of the Commission’s board of suspension and discussed 
the subject informally, pointing out that that road would lose 
between $400,000 and $500,000 a year if not permitted to meet 
the reduction from the Pittsburgh and Ohio districts. Speaking 
from memory he said that in April, this year, the lake cargo 
coal movement over the L. & N. was about 36 per cent greater 
than in the corresponding period in the preceding year, due of 
course, he suggested, to the strike in the more northern fields, 
Issuance of the Commission’s report in the lake cargo coal case, 
he told the members of the board, caused the shipments to fall 
off sharply, long before the reduced rates from Pittsburgh and 
Ohio became effective, which was on August 10, the buyers, 
seemingly, thinking to hold themselves in readiness for what- 
ever might happen as a result of the reduction. 

Formally answering the request for explanation of supple 
ment No. 1 to L. & N., I. C. C. No. A-15838, Mr. Dewberry said 
that in filing that supplement, proposing a 20 cent per ton re 
duction from the southern mines, the Louisville & Nashville 
was not unmindful of the suggestion of the Commission in the 
lake cargo coal case decision that the L. & N. would not be 
justified in reducing the present rates “although the Commission 
quite properly said the question was not then before it,” but 
that its investigation and study of the situation had, after most 
careful consideration and deliberation, led the road to the con- 
clusion that its interests made necessary the proposed rates. 

Further, Mr. Dewberry said that the L. & N. had published 
these reduced proportional, or transshipment rates, after thor- 
ough investigation and mature consideration, in the exercise 
of what it understood to be a legal right, in the protection of 
its traffic and revenues, to establish such rates of transporta 
tion as were not unreasonably high or so low as to be less than 
reasonable minimum rates, and that these rates were, under 
the circumstances and conditions surrounding this particular 
traffic, within the range or zone of reasonableness permitted by 
the act. 


Furthermore, Mr. Dewberry said, these reduced rates, in 
the judgment of the carrier, were necessary to avoid great and 
permanent injury to the bituminous coal industry of Kentucky, 
Virginia and Tennessee, and to a large number of people of 
those states who were wholly dependent, dirctly or indirectly, 
upon this, their principal industry. He further said that the 
reduced rates would not result in any undue preference 
undue prejudice, or other violation of the interstate commerce 
act. 
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CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period July 
23-31, inclusive, was 273,275 cars, as compared with 291,387 cars 
in the preceding period, according to the car service division 
of the American Railway Association. No average daily shortas¢ 
was reported. The surplus was made up as follows: 


Box, 134,512; ventilated box, 657; auto and furniture, 19,268; total 
box, 154,437; flat, 4,705; gondola, 41,006; hopper, 35,548; total coal, 
76,554; coke, 719; S.'D. stock, 17,762; D. D. stock, 3,083; refrigeratol 
14,957; tank, 235; miscellaneous, 823. 

Canadian roads reported a surplus of 22,700 box, 100 — 
and furniture, 400 S. D. stock, 1,300 refrigerator, and 420 ms 
cellaneous Cars. 
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Loss and Damage Pecisions 
Cases Recently Decided by State and Jeral Courts 
(Digests taken from Reporters and Digests oi (tational Reporter 


System, published by West Publishing Co, . :. Paul, Minn. 
Copyright by West Publi-,in, 2.) 














LOSS OF OR INJURY TO’ GOODS 


(Supreme Court of Appeals of Virginia.) The original and 
eneral jurisdiction of the circuit courts of ©"t cases in chancery 
and civil cases at law, under Code 1919, sec. 5890, is “potential” 
which, after valid service of process on the parties, gives the 
court “active jurisdiction” and empowers it to hear and deter- 
mine the case.—Morgan et al. vs. Pennsylvania R. Co., 138 S. E. 
uo 1919, sec. 6049, providing when actions may be brought 
‘, any county or corporation, does not confer jurisdiction on the 
court, but simply fixes the venue by giving the defendant the 
privilege which he may waive of having his case heard in a 
particular county.—Ibid. “ ; ; 

Defendant must claim privilege of having the venue of his 
ase fixed, as provided by Code 1919, sec. 6049, within the time 
and in the Manner prescribed by section 6105, or the privilege 
will be lost, if the court has general jurisdiction of such actions 
ad has the subject matter and proper parties before it.—Ibid. 

The Supreme Court of Appeals will take judicial notice that 
the Pennsylvania Railroad Company operates a railroad as a 
common carrier in the state of Virginia, on tracks extending 
through Accomac and Northampton counties, and thence from 
(ape Charles on a barge ferry into the city of Norfolk, where 
itowns property and conducts business.—Ibid. 

Pennsylvania Railroad Company, though a foreign corpora- 
tion, is a resident of this state for the purpose of suit, having 
located its agents and being engaged in execution of its busi- 
ness in the city of Norfolk, and may there be sued on a transi- 
tory cause of action.—Ibid. 

Pennsylvania Railroad, a foreign corporation, having located 
its agents and being engaged in business in the city of Norfolk, 
may there be sued on a transitory cause of action by a non- 
resident, since Const. U. S., art. 4, sec. 2, requires each state to 
gant to citizens of other states the same right to sue in its 
courts as that enjoyed by its own citizens.—Ibid. 

Defendant foreign corporation waived all defects, if any, in 
the service of process and submitted itself to the jurisdiction 
ofthe circuit court by entering general appearance and pleading 
the general issue.—lIbid. 

Second plea to the jurisdiction came too late after defendant 
corporation had pleaded the general issue, after first plea in 
abatement was properly rejected, the declaration showing on 
its face proper matter for the jurisdiction of the court.—Ibid. 

(Court of Civil Appeals of Texas, San Antonio.) In suit 
wainst railway express company to recover damages for failure 
to deliver certain rollers shipped by plaintiff, evidence held suffi- 
tient to warrant finding of delivery to defendant.—American Ry. 
Express Co. vs. Times Pub. Co., 295 S. W. Rep. 639. 

Proposition showing that court, in calculating interest, added 
additional amount over that found by jury, held not to present 
eror, When error in favor of appellant more than offset such 
amount, in that appellee received judgment for smaller amount 
tan that to which it was entitled.—Ibid. 

Permitting witness to testify as to value of certain rollers 
vithout qualifying held not erroneous, where there was ample 
testimony given by other witnesses as to value thereof, which 
was unchallenged.—Ibid. 

Where there was no request that court instruct jury to not 
titertain argument by attorney on point as to which there was 
l0 testimony, error assigned to failure of court to give such 
structions held without merit.—lIbid. 


TELEGRAPHS AND TELEPHONES 


(Court of Appeals of Georgia, Division No. 1.) It not ap- 
bearing that the compensatory damages sought in this case 
Were proximately caused by the alleged tortious conduct of the 
iefendant in failing to deliver a telegram, the demurrer to the 
itition, that such damages were “too uncertain, remote, and 
speculative to be the basis of a recovery,” was properly sus- 
re vs. Western Union Telegraph Co., 138 S. E. 

(Commission of Appeals of Texas, Section B.) Person re- 
tiving message is bound by contract made by company with 
‘der, inasmuch as duty claimed to be violated can arise only 
fom contract.—Western Union Telegraph Co. vs. Guitar, 295 
SW. Rep. 598. 

Interstate transactions are governed by federal law, since 
tactment of interstate commerce law, as amended in 1910 and 
120 (36 Stat. 589, 41 Stat. 456).—Ibid. 

Interstate Commerce Commission is authorized to determine 
Vhat is just and reasonable regulation or practice controlling 
lterstate transactions.—Ibid. 
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Determination of Interstate Commerce Commission as to 
reasonableness of regulations governing telegraph companies, 
pursuant to interstate commerce act, as amended by act Cong. 
June 18, 1910, and act Cong. Feb. 28, 1920 (Comp. St., secs. 8563- 
8565, 8569, and section 8597), has force of law and is binding 
on public, regardless of whether individual members of public 
have knowledge of Commission’s action.—Ibid. 

Stipulation in tariffs and schedule filed by telegraph com- 
pany with Interstate Commerce Commission limiting time for 
presentation of claim for damages or statutory penalties to 60 
days held part of rate and condition on which message was 
received, where stipulation was approved by Interstate Com- 
merce Commission, pursuant to interstate commerce act, as 
amended by act Cong. June 18, 1910, and act Cong. Feb. 28, 1920 
(U. S. Comp. Stat., secs. 8563-8565, 8569), notwithstanding stipu- 
lations allowing less than 90-day limitation period are prohibited 
by Rev. St. Tex. 1925, art. 5546.—Ibid. 

Stipulations in telegraph company’s schedule, approved by 
Interstate Commerce Commission, under interstate commerce 
act, as amended in 1910 and 1920 (36 Stat. 539, Stat. 456), 
having force of law, cannot be waived by parties or affected by 
anything said or done by them.—Ibid. 

Stipulation in telegram itself permitting 95 days in which 
to file claim for damages held not to constitute waiver by com- 
pany of tariff and schedule filed with Interstate Commerce 
Commission requiring claims for damages to be filed within 60 
days, as Commission’s regulations, under interstate commerce 
act, as amended by act Cong. June 18, 1910, and act Cong. Feb. 
28, 1920 (U. S. Comp. St., secs. 8563-8565, 8569), have force of 
law, and are not subject to be waived.—Ibid. 

Sender of telegram, who is misled by provson theren al- 
lowing 95 days in which to file claim for damages, time allowed 
by stipulation filed with Interstate Commerce Commission being 
only 60 days, has remedy, under interstate commerce act, sec. 
13, as amended by act Cong. June 18, 1910, and act Cong. Feb. 
28, 1920 (U. S. Comp. St., sec. 8581).—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Illinois.) It is the policy of the state, 
established by legislation for regulation of public utilities, to 
provide the public with efficient service at a reasonable rate 
by compelling an established public utility occupying a given 
field to provide adequate service and at the same time pro- 
tecting it from ruinous competition.—Bartonville Bus Line vs. 
Eagle Motor Coach Line, 157 N. E. Rep. 175. 

Where an additional or extended service is required and 
a utility in the field makes known its willingness and ability 
to furnish required service, the Commerce Commission is not 
justified in granting a certificate of convenience and necessity 
to a competing utility until the utility in the field has had an 
opportunity to demonstrate its ability to give the required service. 
—Ibid. 

The object and purpose of granting certificates of conven- 
ience ad necessity for the operation of motor bus lines is to 
subserve the convenience and necessities of the traveling public. 
—Ibid. 

While priority in the field is an element to be considered, 
it will not of itself govern the granting of certificates of con- 
venience and necessity for operation of motorbus lines.—Ibid. 

Evidence showing that bus line occupying particular field 
did not render through service between two particular points 
held to warrant granting of certificate of convenience and ne- 
cessity to competing line offering to furnish such service.—Ibid. 

(Supreme Court of Appeals of Virginia.) Defense of statute 
of limitations to remedy only cannot be raised by demurrer.— 
New York, P. & N. R. Co. vs. Duer, 138 S. E. Rep. 563. 

That defense of statute of limitations to remedy only was 
raised by demurrer held immaterial, where same question was 
raised by plea and decided by trial court adversely to plaintiff.— 
Ibid. 

In action by railroad for demurrage charges, defendant held 
precluded from denying that he was consignee by agreed state- 
ment of facts that cause of action did not accrue within year 
before commencement of suit, but within three years there- 
after, which in effect admitted that defendant was consignee and 
liable if not barred by statute of limitation.—tIbid. 

Power of Congress over interstate commerce is exclusive 
and supreme.—Ibid. 

Action for demurrage charges on interstate shipment is gov- 
erned by interstate commerce act, sec. 16, par. 3, as added by 
act Feb. 28, 1920 (Comp. St., sec. 8584), providing three-year 
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period of limitations for bringing action and not by one-year 
period established by state law.—Ibid. 

(Court of Appeals of Kentucky.) Acts 1926, c. 112, secs. 
1, 3, requiring motorbus line to obtain certificate of public neces- 
sity and convenience, held to require that proposed line be 
necessary and convenient, notwithstanding that words “neces- 
sary or convenient” appear in concluding part of section 3, since 
“or” in such phrase should be construed as “and.”—Red Star 
Transpt. Co. vs. Red Dot Coach Lines et al., 295 S. W. Rep. 419. 

Certificate of public necessity and convenience held properly 
refused to proposed bus line between Falmouth and Covington, 
in view of existing service, notwithstanding that proposed line 
would establish hourly schedule instead of existing two-hour 
schedule, since Acts 1926, c. 112, calls for public and not private 
convenience and authorized permit only where public is con- 
cerned.—Ibid. 

Acts 1926, c. 112, sec. 4, providing that commissioner must 
refuse application of bus line for permit over route where two 
or more lines are already established unless existing operations 
are insufficient, held not direction to foster competition to extent 
of two companies.—Ibid. 

State commissioner of motor transportation has wide dis- 
cretion in granting permit to motorbus company to operate bus 
line over proposed route.—Ibid. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 











od 


(Circuit Court of Appeals, Second Circuit.) Bond procured 
by owner of ship and delivered to charterer, to cover ship’s 
liability on general average loss, held a “maritime obligation” 
as affects jurisdiction of admiralty court—Compagnie Francaise 
De Navigation a Vapeur vs. Bonnasse et al. (Irving Bank-Colum- 
bia Trust Co., Garnishee), 19 Fed. Rep. (2d) 777. 

Where after damage constituting a general average loss, 
owner procured a general average bond from particular bank in 
favor of charterer, and where another bank thereafter took over 
assets of bank issuing bond and assumed payment of all its 
banking liabilities, held, liability of the second bank on the bond 
was a maritime obligation, as affecting jurisdiction of admralty 
court in which moneys belonging to such second bank were 
garnished.—Ibid. 

It is no objection to admiralty jurisdiction that contract is 
not wholly maritime, where maritime obligations thereunder may 
be separately adjudicated.—lIbid. 

(Circuit Court of Appeals, Second Circuit.) Suits in ad- 
miralty act (Comp. St., secs. 125114-1251144L) was enacted to re- 
lieve the United States of obstruction of its commercial traffic 
by the seizure of merchant vessels owned by it or under its 
control, and was intended to substitute an equivalent remedy 
against the United States in personam for the right in rem 
against the vessel which act Sept. 7, 1916, sec. 9 (Comp. St., 
sec. 8146e), had permitted—Kunglig Jarnvagsstyrelsen. vs. 
United States, 19 Fed. Rep. (2d) 761. 

Where libel against United States under suits in admiralty 
act (Comp. St., secs. 125114-1251144L) for loss of cargo alleged 
that District Court had jurisdiction, exceptions that libel fails 
to allege that cause of action is within court’s admiralty juris- 
diction when cause of action arose, and asserting that interroga- 
tory attached to libel is immaterial, and not germane to cause 
of action, held not merely to raise question of jurisdiction of 
court as such, but constituted plea to the merits of the contro- 
versy, amounting to general appearance by defendant.—Ibid. 

Suits in admiralty act, sec. 2 (Comp. St., sec. 125114a), au- 
thorizing suits against United States on claims against its mer- 
chant vessels in District Court for district in which libelant re- 
sides or has principal place of business in United States, or 
in which vessel or cargo charged with liability is found, relates 
not only to jurisdiction of subject-matter of suit, but to juris- 
diction over the person, and establishes privilege which United 
States may insist on or waive at its election, and which it did 
waive by pleading to merits.—Ibid. 

Where libel against United States for loss of cargo under 
suits in admiralty act (Comp. St., secs. 125114-12511%4,L) was 
brought in wrong District Court, and government made general 
appearance, court had power under section 2 (sec. 1251%4a) to 
change venue to proper district, on libelant’s motion.—lIbid. 

Two-year limitation for suing United States under suits in 
admiralty act (Comp. St., secs. 12511%4-12514,L) is a matter of 
defense, and not an affirmative part of libelant’s cause of action. 
—Ibid. 

Where cargo of coal shipped on government-owned vessel 
was damaged by fire and subsequently discharged and sold, held, 
that two-year limitation did not begin to run against right to 
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sue government under suits in admiralty act (Comp. gt, 
12514%4-12514%4L until sale of balance of coal cargo, Measure 
damage being unknown until that time.—lIbid. ot 

(Court of Appeals of New York.) Effect of provigj 
of lading that freight rate was based on value of ¢ 
unless greater value should be declared, value of Zeneral car, 
should not exceed $100 per package, and household goods » 
personal effects not exceed $5 per 100 pounds, and in computin 
carrier’s liability no value higher than that stated should 
placed thereon “(but in no case higher than invoice value), 
was solely to limit liability; and, where value of flour shippey 
was less than $100 per package, such limitation to invoice valy 
did not apply for damage in transit and permitting recovery “ 
basis of market value at destination was proper—Kilthay ™ 
International Mercantile Marine Co., 157 N. E. Rep. 267, 

Carrier may limit liability for damages caused, even by its 
own negligence, if parties agree to limit recovery to agr 
valuation forming basis of carrier’s charges, or where limitation 
is consideration for other benefit to shipper.—Ibid. 

(Supreme Court of Minnesota.) Defendant, having executed 
a charter party in which it purported to contract as principal 
is liable for a breach of the contract, whether in fact contractins 
as principal or as agent for an undisclosed principal. —Cargij 
Elevator Co. vs. D. Sullivan & Co., 214 N. W. Rep. 510. 

The evidence sustains the finding that the contract Was 
breached by the failure of the vessel to report for loading Within 
the time required by the contract; also that the delay was Calised 
by the voluntary act of the owner; also that plaintiff had no 
waived its claim for damages.—Ibid. 


On in diy 
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FINE FOR KANSAS CITY SOUTHERN 


The Kansas City Southern was fined $1,500 August 11 by 
Chief Justice McCoy, of the Supreme Court of the District of 
Columbia, on a plea of guilty to an indictment charging violation 
of paragraph 9, of section 20-A, of the interstate commerce at, 
The carrier incurred some short-term indebtedness without noti 
fying the Commission thereof within ten days after such action, 
as required by the law. 


SHIP DAMAGE CASE 


The Department of Justice has been advised that the Circuit 
Court of Appeals for the Second Circuit has reversed a decision 
of the District Court for the Eastern District of New York, 
against the government in a suit involving repairs made on the 
government vessel, “West Nohno,” resulting from a fire on that 
vessel while it was in the Alderton dry dock yards at Brook 
lyn. Certain repairs were contracted for by the government at 
the dock yards, it having been provided that while the ship 
was in the contractor’s yard, the contractor would be responsible 
for and make good any and all damages of any nature except 
where the contractor could affirmatively show that the loss or 
damages were due to causes beyond his control. 

“The facts of the case show that the vessel caught fire from 
sparks from an acetylene torch which was being operated by 
employes of the contractor, but the District Court held that the 
contractor was not negligent and that the government was liable 
for the repairs made by the contractor as a result of the 
damage to the ship by the fire,” said the department. 

The government took the case to the Circuit Court of Ap 
peals for the Second Circuit and that court reversed the ruling 
of the District Court and held that the government was not 
liable for the amount of repairs made necessary by reason of 
the fact that the contractor was negligent. Under this ruling 
the government is absolved from damages of $8,925 by reasol 
of the fire, and the dry dock company is held by the court to 
be liable for the payment of salvage awards, claimed by several 
owners of tugs which rendered assistance at the time of the 
fire, amounting to $4,600. 


SHIP COLLISION DAMAGES 


The Shipping Board has obtained judgment for $379,846 
against the Southern Pacific Company in the Circuit Court of 
Appeals for the Second Circuit on account of sinking of the 
Lake Frampton, a government vessel, through collision with 
the steamer Comus in July, 1920. 


SEPARATION OF GULF LINES 


The Shipping Board has authorized the Fleet Corporation 
to negotiate temporary managing operator agreements with two 
new companies for operation of the American Dixie Line and 
the American Premier Line. The companies will be organized 
out of the present United Gulf Steamship Company, which wil 
be dissolved as soon as it ceases operations for the board and 
its accounts with the board are settled. 

The two new lines, according to an announcement by the 
board, August 9, will be virtually made into four lines—tv" 
lines each operating out of New Orleans and Texas ports 4 
covering ports of the United Kingdom and ports of the Med 
iterranean, Adriatic and Black seas. This rearrangement, the 
board said, had been made with special concern to serving te 
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ocal interests of New Orleans and Texas ports. The operators 
; the Texas ports will be known as the Texas Oceanic 
steamsbiD Company, Inc. This corporation will be headed by 
R. Hancock, now president of the United Gulf Steamship 
Company, and its officers will be P. E. McKenna and A. B. 
shooner. The ships that will be operated by this company will 
pe grouped into two lines, the one, which will be known as the 
qexas-Ukay Line, to sail between Texas ports and United King- 
jom; and the other, to be known as the Texas-Mediterranean 
e, to sail from Texas ports to French Mediterranean, west 
coast of Italy, Adriatic, Greece, Levant and North Africa east 
zerta. 
. ga New Orleans operators will be known as the Dixie 
steamship Company. This company will be headed by George 
plant, now vice-president and general manager of the United 
quit Steamship Company. It will also group its ships in the 
manner described for the Texas company, and its services will 
he known as the Dixie-Ukay Line and the Dixie-Mediterranean 


ne, 
" The American Premier Line as presently constituted has 8 
ships aggregating 64,138 deadweight tons. It serves New 
Qrleans and Texas ports and Mediterranean, Adriatic and Black 
sea ports. The American Dixie Line has 23 vessels, aggregating 
97,500 deadweight tons, and runs from New Orleans and Texas 
ports to ports of the United Kingdom. 


OVERSEAS FREIGHT RATES 
The Traffic World New York Bureau 


Full cargo markets have been less active in the last week, 
but the trend has been stronger and rates generally have ad- 
yanced about one cent a 100 pounds above the levels prevailing 
previously in the grain trades. Despite the lack of active busi- 
ness, shipowners anticipate an improvement from the first of 
September onward, and for that reason they are refusing to 
press their vessels on the market at current levels. Grain has 
shown a moderate increase in the last few days, while other 
trades have fluctuated spasmodically, with no definite direction. 

The fact that shipowners are weighing delicately the bal- 
ance between the local and South American markets was shown 
by the fixture for the latter of several ships that had been 
expected to enter the local service. Conditions have improved 
in the South American outward trade to the extent of an ad- 
vance of about two shillings a ton, which resulted in drawing 
these ships to that market. . 

Brokers and forwarders predict a firmer market for the next 
few months and are advising their clients to cover their com- 
nitments at the existing level. Expansion is expected in grain 
shipments from the St. Lawrence and later from Atlantic ports. 
Some interest has been shown in coal exports, with an August 
steamer fixed at $3 a ton for Rio and an option of Santos at 
$3.25. Comparatively good rates have been obtained on small 
vessels for Canadian shipments. 

The sugar trades have been depressed and lumber orders 
continue scarce. Vessels have been fixed for sugar from Cuba 
to the United Kigdom at 17 shillings a ton and 16s 714d. 

The prevailing range of grain rates is as follows: From 
Montreal for August loading, 2s 9d to 3s to the United Kingdom, 
le to Antwerp-Rotterdam, 13c to Hamburg-Bremen, and 14% 
to 15¢ to the Mediterranean; from Montreal for September first 
half, 8s to United Kingdom, 18c to Antwerp-Rotterdam, 13% to 
Itc to Hamburg-Bremen, 16%c to the Mediterranean; from 
Montreal last half September, 3s to 3s 3d to United Kingdom, 
13% to 14¢c to Antwerp-Rotterdam, 14% to 15c to Hamburg- 
Bremen, and 1644c to the Mediterranean. 

The River Plate Conference followed the example of the 
Brazil Conference by revising the heavy lift scale to about the 
same basis. The new scale will be: Two to four tons, $4 per 
ton; four to six tons, $6 per ton; over six tons, or fractions 
thereof, 75c per ton to be added to the $6 rate. This reduction 
on the heavier lifts brings the rates into line with those of the 
European lines and it is expected that it will be more satisfac- 
tory to shippers. 

The docket for the joint meeting of the Atlantic Far East 
and Pacific westbound conference to be held in Denver begin- 
hing September 12, is being prepared. There is a possibility 
that one of the subjects to be discussed may be the suggestion 
ofa differential in favor of the slower ships on account of the 
diversion of cargo to the faster vesgels recently entered in the 
trans-Pacific trade by several lines. 

An effort to stimulate the movement of Pacific coast manu- 
factured goods to the Antipodes is seen in the material reduc- 
tins made in several Australian rates by the Pacific Coast- 
Australian Tariff Bureau. The new local rates, effective at once, 
are: Airplanes, K. D., $12 W-M; cotton goods, $15 W-M; in- 
secticides and tree wash, $12 W-M, and asbestos or magnesia 
bipe covering, $12 W-M. A rate of $10 on paper and felt rugs, 
in tubes, goes into effect September 1. 

While confirmation had not been received at the Pacific 
Coast office of the United States Intercoastal Conference, a re- 
bort gained credence that the conference would abolish its pro- 
boesed new $2.50 minimum bill of lading in favor of a minimum 
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charge for 100 pounds, provided the rate per 100 pounds is now 
less than $1.25. It is also reported the rate on toys will be 
suspended until September 1. 

A committee was appointed at the Vancouver meeting of 
Pacific coast port authorities to consider the problem arising from 
competition of foreign tramp steamers in the north Atlantic- 
Far East trade. These vessels, it is alleged, by virtue of low 
rates and special charters, are cutting into the business which 
formerly moved to the Orient by way of the regular trans- 
Pacific lines. 

Announcement is made by the United Fruit Company that, 
effective immediately, by reason of custom house rulings re- 
garding enforcement of regulations covering presentation of 
declarations, they will be unable to surrender bills of lading 
covering shipments destined to Santiago, Cuba, unless accom- 
panied by shipper’s export declaration properly executed as 
provided by law. 

An increase in westbound rates is being considered by the 
trans-Pacific lines as an offset to the 50 per cent increase in 
tonnage dues imposed by the Nanking government at Shanghai. 
It is possible that definite action on the increase may be deferred 
until the joint meeting of the Atlantic-Far East and Pacific 
westbound conferences to be held in Denver next month. Effec- 
tive September 1, the Nanking government proposes to increase 
the ad valorem duty on ordinary cargo to 12% per cent, 57% 
per cent on tobacco and alcoholic liquors and 15 to 25 per cent 
on luxuries, according to classification. The likin tax on inter- 
river traffic is to be abolished, as well as native customs, transit 
dues and destination taxes. : 

It is reported that the Bethlehem Steel Corporation, as a 
result of the increase in intercoastal rates, plans to put tonnage 
of its own in this trade, to be operated either independently or 
in conjuncfion with one of the other lines holding membership 
in the conference. 


SHIP SCRAPPING PROGRAM 


The Shipping Board did not act August 9, as had been 
planned, on the proposal to sell 129 ships for scrapping. Officials 
said that additional surveys of the vessels were to be made 
before action would be taken. 


PHILADELPHIA PIER LEASE 


The Fleet Corporation was authorized August 9 to sign a 
redraft of the lease for the Shipping Board piers at Philadelphia 
to the Merchants Warehouse Company, of that city. The lease 
will cover a period of five years. Under the terms of the lease, as 
redrafted, the Shipping Board will receive 25 per cent of the 
gross operating receipts from the terminals, or a minimum of 
$125,000 a year. In addition to this, the board will receive $10,000 
annually on account of improvements made to the lumber con- 
centration yard adjoining the property. 


SCANTIC LINE FOR SALE 


Bids for the American Scantic Line will be asked soon by 
the Shipping Board. The form of advertisement seeking bids 
was approved August 9. The line operates six vessels, aggregat- 
ing 46,525 deadweight tons, between New York and ports in 
Norway and Sweden and on the Baltic Sea. A guaranty of 
continued operation for a period of five years will be required 
of the purchaser. Moore & McCormack, Inc., are the managing 
agents of the line. 

Proposals for. sale of the American West Africa Line and 
of the America France Line were passed over for consideration 
at the next meeting of the board. 


HEARING ON IMPORT BONDS 


The Trafic Worls New Yori Sureau 


Following a request by the Merchants’ Association, brokers, 
and surety companies, the Treasury Department has advised 
customs officials at the port of New York that a hearing will 
be held in September to obtain views on the new form of bond 
of indemnity covering imports. 

The recent decision of the Customs Court of Appeals hold- 
ing that the Treasury is without authority to exact a penalty 
for non-production of document has made necessary a new form 
of bond. Customs officials at New York have urged the drawing 
up of a single bond covering all contingencies and it is the 
opposition resulting from this that has caused the department to 
grant a hearing. 

It is contended by the Merchants’ Association and brokers 
that bond covering anti-dumping violations, warehouse entries, 
missing documents and all other provisions would work a hard- 
ship not only on importers but on other interests as well. It 
has been intimated by the surety companies that they will de- 
cline to sign a general bond of the nature proposed without ask- 
ing a much higher fee, because the risk would be much greater. 

For some time there has been a general bond in use by 
importers of sugar and other commodities arriving at a number 
of different ports and in large quantities. This was approved 
at their special request and eliminated the necessity for a new 
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tond to cover every shipment and to apply at every port. For 
general use it has long been the practice to have separate bonds 
covering each requirement and to apply only such as are needed 
in clearing a particular importation. 

It is pointed out by those opposed to a general bond that 
an importer of a certain kind of merchandise should not be 
compelled to be bonded against all possible violations of the 
customs requirements merely for want of a consular invoice 
which must be produced later just so the bond provisions for 
warehouse shipments should not be included in bonds applying 
to consumption entries. It is for taking the risk against pos- 
sible enforcement of any one of the provisions of a general bond 
that the surety companies have indicated an intention to in- 
crease the premium for signing such a bond. 


AIR EXPRESS SERVICE 


An important meeting in connection with the development 
of air transportation was held in Chicago this week, attended 
by the chief officials of the American Railway Express Company 
and representatives of certain air transportation companies. 
At the close of the meeting it was announced that the express 
company would inaugurate coast to coast airplane service Sep- 
tember 1. The facilities of the Colonial Air Transport Company, 
of which Major John F. O’Ryan, of New York, is president, will 
be utilized between Boston and New York. Ships of the Na- 
tional Air Transport Company will be used between New York 
and Chicago and between Chicago and Dallas. H. E. Coffin, of 
the Hudson and Essex Company, is president of that line and 
Col. Paul Henderson, former assistant Postmaster-General, is 
vice-president and general manager of operation. The Boeing 
Air Transport Company will furnish the ships to be used from 
Chicago to San Francisco and Los Angeles. W. E. Boeing, of 
Seattle, is chairman of the board of that company and Philip 
G. Johnson, of San Francisco, is president. Between Salt Lake 
City and Los Angeles the services of the Western Air Express, 
of which Harris M. Hanshue, of Los Angeles, is president, will 
be used. 

The time required for delivery of express between New 
York and Chicago will be cut from one to two days, according to 
a statement by the express company. Two to four days will 
be cut from the delivery time in the service between the Atlantic 
and Pacific coasts, and intermediate points will benefit in rela- 
tive measures. As an example of what that would mean in the 
way of service, it was stated that an express package forwarded 
from Boston at 7 p. m. Monday would reach Chicago at 5 a. m. 
Tuesday; Omaha at midnight, Tuesday; Salt Lake City at 4:30 
p. m. Wednesday, and Los Angeles and San Francisco at 10 
a. m. Thursday. 


Robert E. M. Cowie, president of the American Railway 
Express Company, who presided at the conference, announced 
the completion of arrangements for the service. He said the 
opportunity for the development of such service was greater 
in this country than in any place in the world because of size 
and topography. The service will be performed in connection 
with general railway transportation, he said. The schedule of 
rates and rules for the handling of goods in the new service 
will be issued to the public in the next few days, according to 
the statement. 


AIR MAIL SERVICE 


“The tremendous success of the operation of twelve contract 
air mail routes throughout the United States during the months 
of May, June and July, 1927, in comparison to the subsidized 
routes of Europe, is shown in statistics made public by Post- 
master General New,” says the Post Office Department. ‘These 
figures show that for the month of May there were 46,133 pounds 
of mail carried on these routes, for which the contractors re- 
reived $133,738.10. For the month of June there were 55,026 
pounds of mail carried, for which the contractors received $159,- 
201.84, while for July there were 53,521 pounds of mail carried 
and the contractors were paid $155,183.95. While the amount of 
mail carried was less for July than for June, there were but 25 
business days in the month of July as against 26 for the month 
of June, which accounts for the apparent falling off in postal 
business. 

“There was an increase of 16.3 per cent in the business of 
the twelve contract air mail routes for the month of July, 1927, 
over that for the month of May, while the month of June showed 
an increase of 19.3 per cent in business on these routes over that 
of May, 1927.” : 

Figures made public by Second Assistant Postmaster Gen- 
eral Glover showed that the total postal matter handled by seven 
air mail routes operating from Bourget field, Paris, France, for 
the month of March, 1927, amounted to less than 800 pounds. 
For the month of April, there were but 1,282.60 pounds of mail 
matter handled through this field. 

For the month of July, 1927, there were 10 routes in the 
United Saates that handled over 1,000 pounds of mail matter, 
while for the month of June there were 9 routes operated show- 
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ing more than a thousand pounds of mail matter carried by th 
contract air mail lines. , 


PROTEST LIVE STOCK RULES 


The Trafic World Washington Bureg, 


The Southeastern Live Stock Association, the Southern 
Traffic League, and the Kentucky Farm Bureau Federation hayg 
asked the Commission to suspend rules relating to live Stock 
contained in supplement 2 to Speiden’s I. C. C. No. 1088, effee. 
tive August 24, and supplement 15 to his I. C. C., August 99 
The position of the three organizations mentioned has beep en. 
dorsed by the Chicago Live Stock Exchange, by the Montgom. 
ery, Ala., Chamber of Commerce, the Montgomery Live Stoc, 
Exchange and the Union Stock Yards of Montgomery. 

One rule proposes to give the agent of the originating car. 
rier the power to decline shipments of live stock when, in hig 
estimation, the stock is not in good enough physical condition 
to travel. The other allows the carriers 30 days in which to 
call for papers, affidavits and so forth, bearing on the subject 
of whether the shipment in question was of stocker or fat cat. 
tle, before refunding to the shipper the difference in freight rates 
on fat cattle and stocker cattle, when it has been shown that 
the shipments, assessed the fat cattle rate, were composed of 
stocker cattle intended for further feeding before being sent’ to 
the slaughter house. 

“We can see absolutely no need for such a rule,” says the 
Chicago Live Stock Exchange in its discussion of the rule giy. 
ing the agent of the initial line the power to reject or non-ac. 
cept shipments of cattle, when, in his judgment animals are not 
in fit condition, physical, to be shipped. The Chicago organiza. 
tion said that the establishment of such a rule, in the tariff 
would be contrary to the interstate commerce law. It said the 
establishment of the 30-day rule would be a dangerous precedent. 
It asked that both rules be suspended and be made a part of 
No. 17000, part 9, the Hoch-Smith inquiry into rates on live 
stock. 

The southern organizations said the physical condition rule 
placed unqualified responsibility on agents. They said they 
were not familiar with any practice of shippers of live stock to 
tender, for shipment, animals not in physical condition to assure 
safe transportation that would warrant the publication of such 
an “objectionable and harmful” rule; that there was grave doubt 
as to whether or not the effect of the rule did not contravene 
the interstate and state laws governing the acceptance and dec- 
lination of property for transportation by “public carriers,” 
They called attention to the provision, in bills of lading, for 
notation as to the condition of freight when received. 

As to the 30-day rule the southern organizations said the 
live stock industry in the south was not generally in financial 
condition to bear the outlay that such a rule would require. In 
their opinion the rule would require 30 days’ additional financ- 
ing of operations looking to the sending of stocker cattle to 
points where it was to be fed. 

At the time the protests were received, the railroads had 
not explained why they proposed the rules which drew the re- 
quest for suspension and their inclusion in No. 17000, part 9. 


DISTRIBUTION OF REVENUES 


Class I railroad in 1926 had 19 cents out of each dollar of 
gross revenue for net railway operating income, as compared 
with 18.3 cents in 1925, 16.4 cents in 1924, and 15.3 cents iu 
1923, according to the Bureau of Railway Economics. Switch- 
ing and terminal companies are not included in the figures. 


Labor took 42.6 cents out of each dollar of gross revenue 
in 1926, as compared with 43.2 cents in 1925, 44.3 cents in 1924, 
and 44.3 cents in 1923. The labor item includes salaries and 
wages, but not payroll chargeable to capital account. 


Taxes amounted to 6.1 cents out of each dollar of gross 
revenue in 1926, as compared with 5.8 cents in 1925, 5.8 cents 
in 1924, and 5.3 cents in 1923. 


Fuel for locomotives took 6.4 cents out of each dollar of 
gross revenue in 1926, as compared with 6.7 cents in 1925, 7.4 
cents in 1924, and 8.4 cents in 1923. 

For materials, supplies and miscellaneous expenses, includ- 
ing uncollectible railway revenue, 19 cents came out of each 
dollar of gross revenue in 1926, as compared with 18.9 cents in 
1925, 19.1 cents in 1924, and 20.1 cents in 1923. 

Expense on account of loss and damage, injuries to persons 
and insurance amounted to 1.6 cents out of each dollar of gross 
revenue in 1926, as compared with 1.7 cents in 1925, 1.8 cents 
in 1924, and 1.8 cents jn 1923. 

Depreciation and retirements took 3.6 cents out of each 
dollar of gross revenue in 1926, as compared with 3.7 cents in 
1925, 3.5 cents in 1924, and 3.2 cents in 1923. 

Hire of equipment and joint facility net rentals took 17 
cents out of each dollar of gross revenue in 1926, as compared 
with 1.7 cents for 1925, 1.7 cents for 1924, and 1.6 cents for 1923. 
Total expenses and taxes took 81 cents in 1926, 81.7 cents in 
1925, 83.6 cents in 1924, and 84.7 cents in 1923. 
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Freight Rates 


fifth of a Series of Fifty-two Articles on This Subject, Written for the Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


GENERAL CHARACTERISTICS OF THE TRAFFIC OF RAIL 
CARRIERS 

The extremes of climate, topography, rainfall and soil, and 
the great variety of commerce and industry in the United States 
account for the considerable diversity in the traffic handled by 
ihe railroads. The Consolidated Freight Classification lists 
some twenty-five thousand commodities sufficiently common to 
commerce to make class ratings necessary. ; 

These thousands of articles fall, however, into a few gen- 
eral classes. The Interstate Commerce Commission divides all 
articles transported over U. S. railroads into six general 
classes: Products of the mines, products of agriculture, forest 
products, animals and their products, manufactured and miscel- 
janeous articles, and merchandise. This last class includes all 
less than carload freight. The tonnage is divided among these 
classes in the proportions shown in Table No. 1. These per- 
centages vary slightly from year to year, but the variations are 
within narrow limits. Rarely does the percentage vary more 
than one or two per cent from the figures indicated. 


Annual Tonnage 


Each year the class I railroads—those earning annual rail- 
way operating incomes of more than $1,000,000—transport ap- 
proximately 50,000,000 carloads of revenue freight, aggregating 
two billion tons. The smaller class II and III roads contribute 
a little more to swell this huge volume of traffic but, on the 
whole, the contributions are trifling. The less than carload 
trafic added to this figure brings the total to well over two 
billion tons. From these figures it is evident that the traffic of 
American roads has developed steadily in the last ten years, 
checked slightly by the falling off in general business in 1921. 
The recovery since that time has been steady and the rail ton- 
nage has kept pace with the improvement in business con- 
ditions. 

Ton-Mileage 

The railroads and the Commission measure the volume of 
freight traffic handled in terms of ton-mileage. It is not only 
the weight of goods hauled that marks the progress of the rail- 
roads, but the distance this tonnage is hauled. The ton-mileage 
figures are arrived at by multiplying the number of tons 
handled in each shipment by the distance hauled. Thus, a ship- 
ment of 100 tons of freight carried 100 miles is recorded as 
10,000 ton-miles. (Table No. 3.) A study of this table indi- 
cates the great growth in the ton-mileage handled in the last 
ten years. More than half again as much tonnage mileage is 
now handled annually by the rail carriers than before the 
World War. 


Average Length of Haul 


The distance each ton of freight is hauled has steadily in- 
creased. In 1908 the average haul in the freight service, con- 
sidering all the roads of the United States as a system, was 254 
miles. By 1915 the distance had been increased to 270 miles 
and in 1927 the average haul exceeded 300 miles for the United 
States as a system, and 183 miles for each individual road. This 
steady increase without a single year in which the movement 
upward was checked, indicates clearly that the,railroads are 
being called on to furnish service of increasing magnitude as 
lew sources of supply are developed and new markets opened. 

New sources of supply, far removed from the industries 
converting the material into finished products, and new con- 
suming markets, at a distance from the fields and industries, 
call for longer and longer hauls as commerce and industry in- 
crease in size and complexity. 


Car Loadings 


Statements as to the number of tons handled and ton-miles 
hauled do not adequately express the service performed by the 
tail carriers. The Commission requires the carriers to report 
several other forms of statistical data by which railroad traffic 
Derformance is measured. 

The average tonnage carried in each loaded freight car is 
computed annually. The records indicate that the amount of 
freight for each loaded car has increased steadily annually 
from 19 tons in 1908, a representative pre-war year, to 27.4 tons 
at the present time. This means that cars are being loaded 
hearer the capacity of the equipment and indicates a more 
ficient utilization of equipment. 


Train Tonnage 


Tonnage hauled per freight train has shown a similar 
tendency to increase. In 1908 the average number of tons a 





train-mile amounted to 352 tons, as compared to 772 tons a 
train-mile in 1925. These figures include both the revenue earn- 
ing tonnage and the non-revenue freight hauls in freight service. 

This steady increase indicates not only heavier loadings a 
car but more loaded cars a train. The increased size of the 
freight trains hauled has been accomplished by the strides made 
since 1908 in increasing the tractive power of locomotives and 
the elimination of curves and grades, which have been obstacles 
to the operation of heavy trains in certain districts of the 
country. 

Car Mileage 


Another yardstick by means of which railroad traffic is 
measured is the record of loaded freight train car-miles. This 
figure is arrived at by multiplying the number of cars loaded by 
the mileage each is hauled. In 1908 the loaded freight car mile- 
age was 11,128,000,000 car-miles. At present the figure exceeds 
17,820,000,000, an increase of 60 per cent. This increase indi- 
cates the rapid annual increase in the number of cars loaded 
and the greater distances hauled. 


Traffic Destiny 


4 

The density of traffic is expressed in terms of ton-miles a 
mile of road operated or in terms of freight revenues a mile of 
road. The former indicates the extent to which the road is 
used in handling all classes of freight and the latter is a gauge 
of the earnings a mile. Obviously, the latter figure will be in- 
fluenced by the kinds of traffic handled, for the higher class 
goods, manufactures and merchandise paying higher rates a 
ton a mile will show greater earnings than low grade commodi- 
ties hauled long distances at low rates. In 1908, ton-miles a 
mile of road amounted to 974,654 ton-miles per mile. In 1926 
this figure had increased to 2,000,000, an increase of more than 
100 per cent. 

There was an increase of 18,000 in the number of miles of 
railroad operated between 1908 and the present, which must be 
considered. This means that the increase in tonnage handled 
and miles run increased on the miles of road operated in 1908 
and the present time to such an extent that the new mileage 
constructed was absorbed into the net without bringing down 
the density figures. The use to which the railroads are now 
put greatly exceeds the 100 per cent increase indicated by the 
ton-mileage a mile figure above. 

The average operating revenues a ton per mile has in- 
creased from 0.75 cents in 1908 to 1.082 cents in 1926, an increase 
in earnings made possible by the increases in freight rates over 
the 1908 level. This increase, however, must be interpreted in 
the light of the increased levels in general prices applying now, 
compared to prices in 1908. Expenses for the railroads have 
increased as fast if not faster than receipts. 


General Characteristics of Freight Traffic 

Before analyzing the density and kinds of traffic handled in 
the major traffic subdivisions in the United States, it is well to 
review and summarize the traffic conditions that distinguish the 
freight traffic situation in the United States from the rest of 
the world. 

In the first place, the proportion of mineral traffic handled 
in the United States to the total tonnage is unique. Over 50 
per cent of all the tonnage handled in all districts consists of 
products of mines. This heavy, bulky freight travels, for the 
most part, at low rates and for comparatively long distances. 
In most European countries this traffic is handled largely by 
coastwise and inland water transportation. In this country, the 
handling of commodity freight, such as coal, ore, brick, stone, 
and other heavy, bulky articles, has been put on such an efficient 
basis and the rates are so low that little tonnage is handled by 
inland waterways and coastwise vessels compared to that han- 
dled by rail. 

A second outstanding characteristic of American traffic is 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Young man thoroughly familiar with rates 
and local freight office duties; twelve years’ experience, desires posi- 
tion with chamber of commerce or industrial traffic department; 
age 31, married. Address ‘“‘T. F. D.,”’ care Traffic World, Chicago, Ill. 
cin 


POSITION WANTED—By experienced traffic manager, ten years’ 
experience, now handling a large volume of traffic and fitted for a 
responsible position as traffic manager. Address N. D. R. 48, care 
Traffic World, Chicago, Ill. 
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One-eighth of the nation’s population§ territo: 


The territory of the ERIE RAILROAD is adapted to successful manufacturing and 
distribution and presents unexcelled industrial advantages. 

The ERIE RAILROAD Company’s own rails connect the two largest cities of America and a 
plant established thereon is located on an important highway of the commercial world, quickly 


commanding all markets—United States and export. 
Communities on the ERIE RAILROAD are highly enterprising, thoroughly organized and pre- | 








pared to treat with manufacturers. New plants are constantly locating on the system and the 
development of local resources is rapidly going on. 

Every section of the line has its particular merits and desirable locations are available. 
Prompt attention is given to inquiries. The constant handling of details pertaining to the location 
of varied industries and industrial development generally has given the company valuable experience. 

Those who plan to establish a new industry or relocate an existing one, can secure information 
relating to traffic and sidetracks, and general data, either by applying to the company’s agents, who 
will take up the matter, or direct to the undersigned. 


ALFRED L. MOORSHEAD, C. E. if | DEVELUBVICE 
Industrial Engineer ‘ a ‘or 
Room 969, 50 Church Street, New York City " vite’ these bas. 
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‘THEE RAILROAD DOUBLE TRACK 
pulation® territory served by the Erie Railroad 


“THE GREAT FREIGHT ROUTE”—as the Erie Railroad is known—serves either directly or through its 
many connections all the industrial centers and agricultural sections of America. 


It kas unsurpassed facilities in the New York-Brooklyn-New Jersey Districts for handling all classes of 


—— — and import traffic. Its Jersey City yards have contact with New York via the Vehicular Highway 
and Tunnel. 


It serves the great iron and steel industries in the Mahoning and Shenango Valleys and the Cleveland- 
Buffalo-Pittsburgh Districts. The “Steel Special” train, operating from concentration point at Sharon, Pa., carries 


the steel products on fast schedule to the port of New York Terminals. The “Tin Plate Special” train performs 
similar service to Chicago. 


It reaches over two hundred public receiving and delivery locations in the Chicago switching district in 
addition to all industries with private sidetracks. 


It maintains complete organizations dealing with 


Passenger and Freight Traffic Agricultural Development 


Distribution of Farm and Factory and Industrial Development and Selection 
Products Marketing Assistance of Economical Sites 


G. C. MANNING F. D. AUSTIN 


Freight Traffic Manager Freight Traffic Manager 
DEVEL¢ VICE 71 West 23d Street, New York City Transportation Building, Chicago, III. 


ee H. B. ROGERS H. F. BELL 
r Maps, Bul ~ormation, Chief Agricultural Agent Foreign Freight Traffic Manager 
write thesei@ments, Jamestown, N.Y. 50 Church Street, New York City 
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that the equipment is much larger than in Europe. Freight cars 
in use in the United states have an average capacity of over 
45 tons. Coal carrying and other open top cars average much 
more than this figure (52.5 tons), and a number of cars in serv- 
ice have capacities of over 100 tons each. These figures are in 
startling contrast to European capacity figures. There, twenty- 
ton “goods wagons,” or closed cars, and ten-ton “trucks,” or 
open cars, are the rule. The average load a car, consequently, 
is much higher in the United States than in Europe. 

Not only are the cars much larger in the United States 
than elsewhere, but the locomotives are much heavier and more 
powerful. The average locomotive in use in this country has a 


Table No. 1 


REPRESENTATIVE DISTRIBUTION OF TOTAL TRAFFIC 


CARRIED AMONG HEADING CLASSES OF COMMODITIES 


Products of mines 
Products of agriculture 
Oe er ee eer ee re reer te 


Products of forests To 
Manufactured and miscellaneous...........ccccccccccccecce 25% 
Merchandise 3% 
(All L. C. L. freight) 

Total—All traffic 


tractive or drawing power of about 42,000 pounds. Large loco- 
motives with much greater tractive power are not uncommon 
on American railroads. In England and on the continent of 
Europe the locomotives are far below the American standard 
and weight and in tractive power. 

Train loads are much higher in the United States than 
abroad. The larger cars and more powerful locomotives make 
this possible. The larger scale on which business is conducted, 
the greater distances, and the bulky character of a large portion 
of the freight in the United States makes such heavy train load- 
ings necessary. 


Central markets are established in many cases where com- 
modities such as grain. cotton, lumber and live stock are con- 
centrated and traded in before shipments to final markets. The 
grain markets at Chicago and Duluth, the cotton markets at 
Houston and New Orleans, the lumber markets at Memphis and 
Spokane, and the live stock markets at Chicago, Omaha and 
Kansas City, serve as concentrating points for the raw materials 
before final distribution. Large scale transportation methods 
are necessary in order that this concentration and redistribution 
process may be accomplished economically. The average train 
load of 744 net tons a train in the United States is three times 
as great as in Europe. The actual loads often greatly exceed 
this figure. Trains of a hundred or more cars of coal with an 
aggregate weight of from 5,000 to 6,000 tons are often hauled 
over the eastern coal carrying roads. Such performance in 
Europe is unheard of. 


The distances freight is hauled in the United States are much 
greater than in foreign countries. The great size of the United 


Table No. 2 





TONNAGE CARRIED BY CLASS I CARRIERS 
Revenue Non-Revenue 


Year (ending) Freight Carried Freight Carried 
June 30, 1915 1,684,659,517 220,139,194 
June 30, 1916 2,093,092,757 244,387,960 
Dec. 31, 1916 2,179,696,043 246,861,895 
Dec. 31, 1917 2,270,035,053 248,097,379 
Dec. 31, 1918 2,305,824,940 235,028,890 
Dec. 31, 1919 2,043,229,775 211,331,921 
Dec. 31, 1920 2,259,983,278 238,148,987 
Dec. 31, 1921 1,690,762,695 217,036,646 
Dec. 31, 1922 1,840,954,57 216,565,480 
Dec. 31, 1923 2,333,600,76 276,455,373 
Dec. 31, 1924 2,171,718,705 248,605,118 
Dec. 31, 1925 2,304,274,746 275,000,000* 
Dec. 31, 1926 2,422,334,000* 280,000,000* 


*Estimated: Official totals not available. 





States makes imperative long hauls to markets. The smaller 
European countries offer no such expanses to be traversed, with 
the result that the average haul in the United States is more than 
three times as great as the average haul in all Europe. 

Another outstanding characteristic of American transpor- 
tation is the importance of freight as compared with passenger 
service. American roads, for the most part, are primarily car- 
riers of freight and the passenger service is incidental to the 
main business. Nearly seventy-five per cent of all revenues are 
from freight service, the other twenty-five per cent coming from 
passenger, mail, express, and all other services. European 
roads, on the other hand, are much more dependent on passeen- 
ger revenue, due to the fact, previously mentioned, that a large 
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part of the bulky freight is handled by water carriers and 
cause of the dependence of the people of European nations 
the railways for short distance passenger transportation, In 
United States the railroad passenger facilities are supplemente; 
by electric lines and automobiles to an extent unknown a 
Europe. nN 
The Ozark Region 


In the article of July 16 the author segregated the Ozark 
Plateau and Ouachita Mountains from the Interior Lowlanjs 
Region and stated that this physiographic region (the Ozark 
Ouachita Region) in southern Missouri, Oklahoma and Arkansas 
corresponded in physiographic structure to the Appalachian 
Plateaus. 

The statement was made further that the undeveloped and 
primitive state of the isolated sections resembled the economic 
and social conditions of the isolated Blue Ridge section of the 
Appalachians. 

The statements regarding the forested interior, the Tela. 
tively undeveloped agricultural situation, the scarcity of jj, 
roads and highways have been criticized by officers of chambers 
of commerce and newspaper editors of communities in the re. 
gion on the ground that this backward condition is not typicg 
of the Ozarks and not representative of the whole district. 

T. B. Martin, commissioner, traffic department, Joplip 
Chamber of Commerce, states that, while the statement is mage 
that the country is rugged, the soil comparatively poor ang 
agriculture relatively undeveloped, this may be true of certain 
parts of the district, but is no more true of this section thay 
any other large section of the country. “Certainly,” says he 
“any large section of the country has its backward districts, bu 
such backward districts are not to be taken as representative of 
the section as a whole.” Other writers say the same thing in 
other ways, calling attention to individual herds of pure-breg 
live stock, poultry, flocks, and other evidences of farm develop 
ment to support their contentions. Gene Moses, farm editor 


Table No. 3 


ce a RR NR EN NN AR ec 


NUMBER OF TONS OF FREIGHT CARRIED ONE MILE 
STEAM RAILROADS—CLASS I 
Revenue Ton- Mile 
(Round Nos.) Year Ending 
.277,135,000,000 Dec. 31, 1921 
June 30, 1916. ...343,477,000,000 Dec. 22. 
Dec. 31, 1916....366,174,000,000 Dec. ; 
Dec. 31, 1917....398,263,000,000 Dec. 31, 
Dec. 31, 1918....408,778,000,000 Dec. 31, 
Dec. 31, 1919....367,161,000,000 Dec. 
Dec. 31, 1920....413,699,000,000 


Revenue Ton-Mile 
(Round Nos.) 
309,533,000,000 

. ..342,108,000,000 
.-412,727,000,000 


Year Ending 
June 30, 1915... 


. . ..388, 415,000,000 
. .74137814.000,000 
-.445,000,000,000* 


*Estimated: Official figures not available. 


of the Joplin Globe Publishing Company, says: “I make this 
statement and am prepared to prove it, that the average farm 
in this territory, sixty acres in size, devoted to fruit raising, 
poultry raising, and dairying, makes a greater net profit in an 
average year than the average farm of one hundred and sixty 
acres in the grain belt.” 


Figures for agricultural production are quoted by critics to 
disprove the statement of the author that “corn, perhaps, is the 
most important crop grown in excess of local consumption. Cot- 
ton and potatoes are also grown.” Attention is called to the 
production of fruits, dairy products, poultry husbandry and 
berry production. Most of tne statistical data offered is for 
the states of Missouri, Arkansas and Oklahoma, only small parts 
of which are in the Ozark Plateau-Ouachita Mountains district. 
State production figures are, therefore, without meaning, for 
the majority of these states are in other physiographic regions, 
the attributes.of which are discussed elsewhere. 


The author is accused of neglecting the mineral resources 
of the Ozark-Ouachita Region. The original article stated that 
lead was mined extensively in the southwestern corner of Mis 
souri around Bonne Terre. This statement can be successfully 
challenged, for Bonne Terre is in southeastern Missouri and 
the southwestern section is the Joplin mineral district. Attel- 
tion was also called in the original article to the mining of 
coal, lead, zinc, carbon, asphalt, petroleum, graphite, and novacl 
lite. The critics complain that this extensive list of minerals 
produced does not do the region justice in that it does not state 
the value of the minerals produced. The article in question was 
not a critical attempt to analyze the mineral production of this 
or any region and no figures were quoted. The purpose was 
solely to account for the nature and kinds of traffic originated 
in the district and other regions. None of the critics has added 
to this list. 


The statement was made in the original articles that rail- 
roads are few and highways scarce. Here, again, the critics 
object, pointing to the fact that many towns on the edge of 
the Ozarks are served by a number of important southwesterl 
lines. Many of these towns are, in fact, served by important 
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Call You to 
Wilmington, 
North Carolina 


mam 


With your factory located at Wilmingt-n, N. C., 
you are at a point from which you can best serve 


the North, South and West. 


The leading cities 


along the Atlantic Coast can be quickly and 
cheaply served from Wilmington by water trans- 


portation. Interior points 
—as well as New York 
and Florida cities — are 
within less than 24 hours 
from Wilmington by rail. 


This quick, efficient and 
economical transporta- 
tion is only one of many 


“HOUSTON” 


Port and City 


The official publication of 
The Port Commission 


Just off the press—a fascinating story 
in picture and text of this fastest 
growing Gulf Port. 


Contents Include 


A splendid aerial view of Houston’s great 
and growing Sky Line. One of the best pic- 
tures made of this Metropolis of the South- 
west. 


Pictures showing the development of “Port 
Houston”—the Turning Basin from different 
angles—the various facilities for service— 
Port-side Industries and many other inter- 
esting subjects. 


Interesting articles concerning shipping. 
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rail lines, but few of them penetrate into the interior of the 
Ozark Plateau or the Ouachita Mountains. The only adequate 
answer to this statement is the number of miles of railroad and 
the number of miles of highway per square mile in the counties 
wholly embraced in the Ozark Plateau-Ouachita Mountains re- 
gion. 

Finally the statement was made that there were few im- 
portant cities in the Ozark-Ouachita Mountains district. Joplin 
and Springfield, Missouri; Hot Springs, Arkansas; and Tulsa and 
Guthrie, Oklahoma, were mentioned as the most important cen- 
ters of population. The majority of these towns are not, strictly 
speaking, within the Ozark Plateau-Ouachita Mountains district, 
but are gateways to the region. Critics complain that the im- 
portance of other cities was ignored. Fort Smith, Arkansas; 
Carthage, Missouri; Bartlesville, McAlester, Muskogee, Okmulgee 
and Sapulpa, Oklahoma, are mentioned as cities and towns that 
should have been considered. Many of these communities are 
not in the Ozark-Ouachita region and have really no connection 
with the region. Aurora, Webb City and Monett, Missouri, are 
also mentioned as communities that should have been included. 

The United States Census Report of January 1, 1920, the 
last authoritative count, lists these cities as follows: 


Arkansas—Ft. Smith, 28,870; Hot Springs, 11,695. Oklahoma— 
Enid, 16,576; Tulsa, 72,075; Guthrie, 11,757; Bartlesville, 14,417; Mc- 
Alester, 12,095; Ponca City, 7,051; Muskogee, 30,277; Sapulpa, 11,634; 
Miami, 6,803. Missouri—Joplin, 29,902; Springfield, 39,631; Carthage, 
10,068; Webb City, 7,807; Aurora and Monett less than 5,000. 


Cities of many times the size of these communities have 
been omitted purposely in connection with the discussion of 
this and other territories to prevent the treatment from becom- 
ing encyclopedic. 


The criticisms of the author’s treatment of the Ozark Plateau- 
Ouachita Mountains districts are based on the erroneous as- 
sumption that the remarks concerning the state of development 
of the isolated interior applied to the whole district. This state- 
ment was not made nor intended to be implied. Compared with 
many of the other physiographic divisions of the United States, 
the author believes that this district is, as he stated, “one of 
future possibilities rather than present economic importance.” 

Other writers, some of them recognized as leaders in their 
fields, have written of the district. J. Russell Smith, professor of 
economic geography at Columbia University, one of this coun- 
try’s leading economic geographers, a scientist of international 
reputation, in “North America,’ Harcourt-Brace, New York, 1925, 
devotes an entire chapter to an analysis of the physical geog- 
raphy and economic development of the Ozark Plateau-Ouachita 
Mountains District. He says, in part: 


The whole region (the Ozark Plateay-Ouachita Mountain district) 
was a forested and its outer hills were the site of the first 
permanent white settlement west of the Mississippi River. The open 
prairie grew better crops of grain, but the wooded hilly country fur- 
nished logs for house, wood for fire, mast for pig, small areas of low- 
lands for field, opportunity for hunting and fishing. 


Professor Smith, in “North America,” at page 233, states 
further: 


Corn is the chief crop, grown alike on rich lowland, level upland 
and steep hillside. No other grain yields so much or is so suitable 
as food for man, horse, cow or pig. Unfenced land is public range 
where anyone may turn out his horses, cattle or pigs to pick their 
living. The man of the Ozarks is primarily a farmer whose small 
farm is unspecialized and whose income is derived chiefly from corn 
and range-fed cattle, and mast-fed pigs. In the odd season he hunts 
for the roots of ginseng and golden seal, and furs. Coon-skins have 
been accepted for taxes even in the twentieth century. 

In the winter the cash crop of lumber has been cut, chiefly oak 
railroad ties and mine props. The lumber has been hauled out over 
frozen ground often to be floated down streams in flood. 


C. L. Edson, in ‘“‘These United States,” page 361, writes of 
the people of the interior section: 


They have not, in all their philosophy, any complaint against 
anything. They are the only white tribe among us that habitually 
fiddles and sings. 


In a letter written March, 1923, T. Ray Reid, Secretary of 
Agriculture Extension Service for Arkansas, states: 


In many cases these hogs are turned into the woods and run 
there in large numbers. They are earmarked in order to be able 
to identify the hogs of the different owners. Usually no feed is 
given these hogs except a small amount of corn which is fed them 
when the owner or man in charge goes into the woods and calls 
them up in order to check up on the number which he has. Usually 
the practice of calling the hogs up and feeding them some grain is 
followed, this being done about once a week in order that the hogs 
may not become too wild so that they may be caught when ready 
for market. 


Further on in the discussion of the district Professor Smith 
says: 


The region is one having great need of social reconstruction. 
Fortunately, it has good economic possibilities. The climate is ex- 
cellent. The short winter and good rainfall give nine months of 
pasturage. The valleys are surprisingly wide, with lowlands good 
for corn, alfalfa, and other crops necessary to support live stock. 

Roads are a problem—the greatest physical problem. The rail- 
road map of the United States shows how the hills have kept the 








railroads out. Several branch-line railroads in the Ozarks hay 
cently been abandoned. 


Professor Carr] Sauer, in “The Geography of the Orark 
Highland of Missouri,’ Geographical Society of Chicago, 1991 
says: ” 


Even more significant than the exclusion of the outside world 
the detached manner of living of the people. Valley is Sepa is 
from valley; valley settlement is out of touch with ridge settlement 
often family is isolated from family. ent; 

The simple result is that the isolation has kept social and econom; 
progress at snail’s pace. The people were primitive in their conditing 
when they came, they are nearly as primitive now. Without strons 
social instincts and training to begin with, how were they to achieve 
common interests, common opinion, and common effort? For the 
economic problem of the Ozark Highland is after all social] in - 
fundamentals. The difficulty that the people experience jn gettin 
to market is less serious than their failure to get together. Then 
has been no substantial economic development because topographical 
isolation has maintained successfully the social anarchy of the og 
tier. It is the solitary position of the individual, rather than th 
poverty of the soil, that at the bottom is at fault with the Ozarks 
The so-called political conservation of the Ozarks is well known 
It has its full social and economic equivalents. The _ individualisn, 
is almost static. The individual produced under this system js bound 
down by it... 

Unless the region is to become decadent, the isolation and jts 
resultant excessive individualism must be broken down, and this 
must be done by the governments among which the highland is 
divided. The first corrective measure must be improved Means 
of communication. . . 

Roads, live stock and a forest policy point the solution to the 
stagnation of Ozark life. .. 

Help is needed for the Ozarks. The condition of the People is 
such that they cannot well help themselves. They are standing 
singly, uninstructed in their large possibilities. It is a numeroy 
population that needs to be made more effective, before degenerate 
selection destroys its best capacities. .. 

If the states involved have the patience and the wit to plant 
the community spirit in the valleys and on the ridges of the Ozarks 
the native will find in himself and in his constructive environment 
the resources with which to develop a permanent constructive 
economy in place of the present self-destructive system handed down 
from frontier ancestors. 


Professor J. Russell Smith, in connection with agriculture 
of the district, states: 

Small areas in northwestern Arkansas, near Fayettville and Ben- 
tonville and adjacent parts of Missouri, have an extensive apple 
industry. It is located on the level upland remnants of the plateau 
and is not at all typical of the Ozark country in general. As in 
Appalachia there is much more fruit land than market demand, 
The particular fruit sections have excellent frost drainage and are 
developing efficient production and marketing organizations. 

The present practice of fattening pigs on acorns combines with 
factors of surface, soil and climate to show that it is a land par 
excellence for the tree-crop agriculture. ' 


Professor Smith further states, in connection with mineral 
resources: 

Joplin, in the southwestern corner of Missouri (population 29,902), 
calls itself the gateway of the Ozarks and has long been the cen- 
ter of an important zinc-mining region. Ozark zinc-mining has been 
carried on very wastefully. The passing of Missouri from first place 
in zinc-production to fifth place is again suggestive of exploitation. 
The northeastern Ozarks have large quantities of low-grade lead-ore 
which caused Missouri to produce about two-fifths of the American 
supply of that metal in -1922 

At best these mineral deposits will occupy but a small propor- 
tion of the people and a small proportion of the area for a short 
period of time. The main Ozark problem is one of rural organiza- 
tion and the establishment of a permanent agriculture, for this land 
has no prospect of becoming a land of cities. Springfield, Mo. 
(population 39,631), a distributing center in the best part of the 
limestone upland, is the largest city, but it is not growing 80 
rapidly as many manufacturing cities of the northeastern states, 


COAL STOCKS LARGE 


Railroad fuel stocks were unusually large as of July 1, ac 
cording to a report issued by the Department of Commerce ol 
commercial stocks of anthracite and bituminous coal. On that 
date the railroads, according to reports of the American Railway 
Association, had 17,780,000 tons of coal. Although this repre 
sented a decrease of about 5,000,000 tons as compared with 
stocks as of April 1, the department said railroad stocks were 
still unusually large. According to the American Railway A‘ 
sociation, the report said, there were 1,081,000 tons (21,618 cars) 
of unbilled coal on July 1, a decrease of 728,000 tons when com- 
pared with April 1. ’ 

On July 1, according to the report, there were 6,840,554 
tons of bituminous coal on the upper lake docks. Of this 
amount, 5,141,049 tons were on Lake Superior and 1,699,505 tons 
on Lake Michigan. The stocks were somewhat higher than 0 
comparable dates in recent years. There were 1,094,874 toms 
of anthracite on upper lake docks as of July 1. 

Consumers’ stocks of bituminous coal on July 1 amounted 
to 62,000,000 net tons, a decrease of 13,000,000 tons as compared 
with April 1. In spite of the decrease, the report said, the 
stocks on July 1 were larger than in the corresponding season of 
any year on record. In comparison with July 1, 1926, they 
showed an increase of 23,000,000 tons, or 59 per cent. 

The average rate of consumption and exports of soft coal 
in the second quarter of the year was 9,305,000 tons a week 
Production and imports in the same period averaged 8,217,000 
tons, leaving an average deficit of 1,088,000 tons a week. The 
deficit has been supplied partly out of consumers’ stock piles 
and partly out of the abnormally large amount of coal that ws 
in railroad cars in transit on April 1, according to the report. 
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MERICAN tradition boasts no 

more picturesque figure than 

the Kentucky colonel, exemplar of 

chivalry and hospitality and con- 

noisseur par excellence of the devas- 
tating “‘cuss word.” 


The colonel’s native heath is the 
great “blue grass” region of Ken- 
tucky, celebrated alike for its horses, 
the historic Derby, and the late 
lamented mint julep. 

So it is only fitting that a freight 
train traveling daily to Louisville 
should be known as “The Colonel.” 
And that is the name of the big 
Pennsylvania carrier that takes a 
daily cargo of merchandise from 
Chicago to and through the Louis- 
ville gateway. 


A veteran of battles yet still 
spry as a young colt 


This ‘‘ Colonel” of the steel rails is a 
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“THe CoLONEL”’ is one of the most important trains in 
the great fleet of 60 named Pennsylvania freights that have set re- 
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markable records for regularity and dependability of on time arrival 


at yo service, suh! 


veteran campaigner, but he’s still as 
lively as a young unbroken colt in 


Here are some of the other 
named Pennsylvania freight 
trains whose regular on 
time arrivals have earned 
them distinctive names: 


‘*THE RELIABLE’’ 
Perishable— Merchandise 
Chicago to Columbus 


‘*THE SALESMAN ’”’ 
Merchandise 
Chicago to Buffalo 


‘““THE METEOR” 
Perishable— Merchandise 
Seaboard Cities to Cleveland 


‘*THE VAMP”’ 
Merchandise 
Cincinnati to Chicago 





the way he gets freight regularly and 
dependably over the miles that sep- 
arate Chicago and Louisville. He’s 
as wideawake and on histoes as any 
Kentucky colonel off for the tracks 
to put just a “small one” on his 
favorite pony. 


General merchandise is carried by 
“The Colonel” and in the run to 
Louisville he gives Service with a 
capital S. Regular, reliable on time’ 
arrival is his habit—and all along 
the line this train is known to ship- 
pers of Southbound goods as one 
that keeps its schedule—rain, fog, 
hail or shine notwithstanding. 


The train crew and a host of men 
along the route are daily on the job 
to keep ‘The Colonel” on schedule. 
And to their cooperation is due the 
splendid record of on time perform- 
ance that this big Pennsylvania 
carrier has hung up. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RalILROAD 

















































































Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. i E 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 
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Proof of Loss or Damage 

New York.—Question: We shipped 10 cases of our prod- 
ucts quarts, 10 cases pints, and 5 cases half gallons. Freight 
bill issued at the destination only calls for 10 cases pints, and 
5 cases half gallons, and consignee complains that they did not 
receive the 10 cases of quarts. 

Upon investigating with the carriers, and filing claim, which 
has been declined, the carriers contend that they only received 
the 10 cases pints and 5 cases half-gallons, and that their record 
shows that they did not receive the 10 cases quarts, same being 
- marked off from their shipping order. 

It is evident that the original bill of lading tendered us by 
the carriers did include all three sizes. Any alterations would 
have been observed by us and the agent’s attention referred 
to the same at the time. The original bill Of lading was mailed 
to the consignee, which evidently has been lost, as they claim 
they did not receive it. We, however, have agent’s signature 
on the memorandum bill of lading showing entire shipment as 
billed by us. 

Our warehouse shows the entire 25 cases shipped without 
a doubt. 

Will you please advise if you consider the carriers liable and 
in your opinion, would the memorandum bill of lading be con- 
sidered sufficient to support our suit for recovery of the loss. 

Answer: The bill of lading is the best evidence of the 
contract of shipment. Louisville, etc. R. Co. vs. Mooer (Ala.), 
70 Sou. 277; Tallassee Falls Mfg. Co. vs. Western R. Co. (Ala.), 
23 Sou. 139; Kauffman vs. R. Co., 201 Ill. A. 491. 

However, bills of lading, way bills or shipping receipts are 
competent evidence to prove delivery for shipment of the articles 
therein described. Ill. Cent. R. Co. vs. Doughty (Ga.), 73 S. E. 
541; Harrison vs. Hixon, 4 Blackf. (Ind.), 226; Chicago, etc. R. 
Co. vs. Johnston (Nebr.), 78 N. W. 499. 

Likewise in an action for injury to a shipment, the contract 
of shipment may be proved by circumstantial evidence. St. 
Louis, etc. R. Co. vs. Watkins (Tex.), 100 S. W. 162. Further- 
more, in an action of tort the bill of lading may, but need not, 
be introduced. A. C. L. R. Company vs. Stovall-Pace Company, 
118 S. E. 62. 

Whether the amount alleged by the shipper to have been 
delivered to the carrier for transportation was delivered, is a 
question of fact to be determined from the evidence submitted 
by the plaintiff subject to rebuttal by the defendant carrier. 

The statement in the bill of lading or shipping receipt, of 
the amount received for transportation is not conclusive and 
the carrier may submit evidence to prove that the entire amount 
was not received for transportation. 


Damages—Measure of Where Part of Released Value Shipment 
Is Lost or Damaged 

New York.—Question: Sometime ago I noticed in your 
paper an item regarding a suit started by someone against a 
carrier, involving the extent of the carrier’s liability on house- 
hold goods. 

My recollection is that the contention of the plaintiff was 
that in case of partial loss the carrier was liable up to but not 
exceeding the entire weight of the shipment when multiplied 
by 10c per lb., whereas the carrier claimed it was only liable 
for 10c per lb. on the individual item lost or destroyed. My 
further recollection is that the United States Supreme Court 
issued a writ of certiorari and subsequently did review the case. 

I have watched for the ultimate decision but have seen 
nothing of it. Is it possible for you to recognize this from the 
description given, and if so, could you tell us of the decision? 

Answer: We can not locate the case to which you have 
reference. However, with respect to this question see our 
answer to “West Virginia” on page 260 of the July 30, 1927, 
Traffic World. 

Penalties for False Billing, etc. by Shippers 

New York.—Question: Will you kindly give us your opinion 
on the following question. During the fall of 1926 we purchased 
through a broker a number of cars of perishable product to be 
shipped from points in Iowa to Eastern destinations. The pur- 
chase was made on basis of agreed price f. o. b. track shipping 
point date of shipment; draft for amount of invoice drawn in 
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full by the shipper, brokerage statement rendered Monthly 
the broker. Cars were shipped on open bills of lading a 
freight charges paid on basis of gross weight as shown on ills 
of lading, which at the time seemed to be apparently about 
right. We of course were not in position to know exactly wha 
the total gross weight was on each shipment for the reason that 
the boxes were of various sizes and weights. The deliverip 
carriers have presented us with balance due bills based can 
higher gross weight amounting to from 3 to 5000 pounds More 
than originally billed claiming error on part of shipper in mak- 
ing bill of lading. We have gone over our records and find that 
the shipments actually weighed gross about what the Carriers 
are now billing us for. In view of the fact that these cars Were 
purchased f. o. b. track shipping point, it would seem that We 
would have to pay these balance due bills. 

Now, on the face of this thing it would appear that this 
shipper was making a practice of making shipments and under. 
billing them about 5000 Ibs. on each car and it seems to us that 
the carriers should take some action against the shipper and 
make him pay these balance due bills, as he must have beey 
aware of the fact at the time that he was under-billing ang 
apparently doing it intentionally. 

Answer: The consignor, as the party from whom the goods 
were received for shipment, ordinarily assumes the obligation 
to pay the full amount of the freight charges, although he may 
relieve himself of the liability by signing the stipulation on the 
face of the bill of lading referred to in section 7 of the Uniform 
Bill of Lading. L. & N. vs. Central Iron & Coal Co., 265 
U. S. 59. Py 


On the other hand, the consignee, by the acceptance of the 
goods, becomes liable for the full amount of the freight charges, 
whether they are demanded at the time of the delivery or not 
until later. See P. C. C. C. & St. L. Ry. Co. vs. Alvin J. Fink, 
250 U. S. 577. 


The carrier may look to either the consignor or the con. 
signee for its freight charges, the contract with the consignor 
and that with the consignee are not to be considered incon- 
sistent with each other; each is an original contract based ona 
sufficient consideration, there is no shifting of liability. 


However, under paragraph 3 of Section 10 of the Interstate 
Commerce Act no person, corporation, or company, or any agent 
or officer thereof, who shall deliver property for transportation 
to any common carrier sulpject to the provisions of the 
Act, * * * who shall knowing:ly and wilfully, directly or indi 
rectly, himself or by employ, agent, officer, or otherwise, by 
false billing, false classification, false weighing * * * or by any 
other means, either with or without the consent or connivance 
of the carrier, its agent or officer, obtain or attempt to obtain 
transportation for such property at less than the regular rates 
then established and in force on the line of transportation, shall 
be deemed guilty of fraud and subject to the penalties of this 
paragraph and section of tlhe Act. 


Whether the facts in the instant case subject the shipper 
to the provisions of Sectiom 10 of the Act is a question of law. 
Routing and Misrouting—L.ine: Haul Versus Terminal Delivery 

Kentucky.—Question: A car of lumber shipped from Zama, 
Miss., to Chicago, Ill.| routed via K. & S. E-I. C.-C. B. & Q- 
Ashland Yards delivery. ‘I*he point in question is whether the 
C. B. & Q. is entitled to :a moad haul on the shipment under 
the above routing. : 


If the word “delivery” hati been specified directly after ¢. 
B. & Q. instead of after AshLand Yards, there is no doubt in 
my mind but that the C. B. & Q. would not be entitled to road 
haul on the car, provided the mentioned delivery could have 
been made by the I. C. taking the car to Chicago and deliver it 
to the C. B. & Q. 

Since the word “delive1:y” is mentioned after Ashland Yards, 
kindly inform me if the C. B. & Q. is entitled to a road haul 
on the shipment. 

Answer: The routing instructions covering the shipment in 
question are certainly not definite and we are inclined to the 
opinion that the Commission ‘would hold that before forwarding 
the car the carrier should hawe made inquiry of the shipper a 
to whether he intended the C. B. & Q. to have a line haul of 
merely to make terminal dielivery, and that failing to do so the 
carrier must protect the cheaper rate. See Manson-Campbell 
Co. vs. G. T. Western, Unreported Opinion No. 1970; Robinson 
Clay Products Co. vs. A. Ci: & Y.' Ry. Co., 40 I. C. C.. Fi. 

R econsignment 

Massachusetts.—Questiion: We recently diverted a car of 
highly perishable traffic to a point beyond where the through 
rate broke, which necessitated a combination of rates based 0 
an intermediate point. ‘The original waybill was changed 1 
show car destined to the point to which we ordered it diverted, 
but the heading of waybill: showed the intermediate point where 
combination of rates were based with the result that car Was 
set out at this point and delaye:d 48 hours. 

It is our contention t:hat we are entitled to the service Pro 
vided for in schedules of interested carriers from the poitt 
where car was diverted to final ¢lestination, regardless of where 
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Prompt Service and Quality Work Guaranteed 
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350-354 West Erie Street Chicago 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Penn. System Telephone Harrison 3486 
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TANK CARS TO LEASE We Rebuild and Repair Tank Care 
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JACKSONVILLE, FLA. 


WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


MEMBERS AWA. O.W.A. 
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TERMINAL 


Vv A REHOU SING AND DISTRIBUTING 


a COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
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PHILADELPHIA, PA. |UNION TRANSFER CO. 






BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 
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NEW ORLEANS, LA. 
STORAGE 
Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Lecated in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


1857 CHICAGO 1927 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


76 YEARS’ EXPERIENCE 
Teaming — Motor Trucking — Carload Distribution 


Merchandise Storage and Pool Car 


Chisp'esdKuneesceys DiStpibution *°sskuer” 


CROOKS TERMINAL WAREHOUSES - 


CHICAGO, ILL. KANSAS CITY, MO. 


DECATUR WAREHOUSE CO. 
J. M. Allen FIREPROOF '™ oon sSh:mate 


General Merchandise and Furniture Storage 
Switching From All Roads 
Lowest Insurance Rates. Pool Cars 


805-825 Nerth Morgan St. DECATOR, ILLINOIS 





Established 1867 
1004-26 Spring Garden St. Phone Popular 6210 
E. H. ROE, General Manager 





Daily Delivery Service in Philadelphia and to 260 Surrounding 
Towns at Lowest Minimum Delivery Charges 
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the combination of rates were based. Your opinion in this 
matter will be greatly appreciated. 

Answer: If, as we understand, diversion instructions were 
given prior to the arrival of the car at its original billed destina- 
tion, you are entitled, in our opinion, to the lowest through 
charge from point of origin to final destination, whether a pub- 
lished through rate or combination of intermediates, the charge 
for diversion being that applicable to a shipment diverted in 
transit and not after arrival at original point of destination or 
the point where the shipment in question was set out. 


Reparation—Long-and-Short-Haul Violation 


Indiana.—Question: Early this year a shipment was made 
to B, Conn., from A, Ind., routed via the Pennsylvania Railroad, 
Harlem River, New York, New Haven and Hartford Railroad, 
New London, Conn., Central Vermont Railroad. The above rout- 
ing was inserted in the bill of lading by the shipper, but no 
rate was inserted. The shipment moved as routed and was 
delivered to the consignee, who paid freight on a basis of the 
through rate. The carriers now claim an undercharge exists 
by reason of the’ fact that the tariff naming the rate, namely, 
Pennsylvania Railroad Star Union Line Tariff ICC-13, stipu- 
lates rates via other junction and consequently freight should 
be assessed on the basis of the through rate to New London, 
Conn., plus the local rate from New London to B. The same 
tariff, however, quotes the same rate to C, Vt., applicable by 
the same route that the shipment actually moved. It is our 
contention that, inasmuch as B, Conn., is directly intermediate 
to C, Vt., via the route over which the shipment moved, it is 
unlawful and a violation of section No. 4 of the interstate com- 
merce act to collect a higher rate of freight on a shipment to 
B, Conn., than on the same shipment moving via the same route 
to C, Vt. 

Answer: If, as we understand, the rate applicable to C, 
Vt., is not published at B, Conn., under an intermediate rule, 
the combination of intermediates is the applicable rate until 
publication is made to B, Conn., of the same or a lower rate than 
that applicable to C, Vt., by one of the several methods of 
indicating the points from and to which specific commodity rates 
apply. See Jas. C. Davis vs. Portland Seed Co., 264 U. S. 403. 
In this case the court held that the published tariff rate must 
be applied from an intermediate point, even though higher than 
from the more distant point and that the question of reparation 
for the difference between the two points was a matter to be 
determined by the Interstate Commerce Commission and not 
by the courts. You are no doubt familiar with the views of the 
Interstate Commerce Commission on this question, the Com- 
mission holding that reparation may not be awarded merely 
because of a violation of the long-and-short-haul provision of 
the fourth section of the interstate commerce act. In this con- 
nection see Iten Biscuit Co. vs. C. B. & Q., 50 I. C. C. 724; Ohio 
Farm Bureau Federation vs. N. Y. C. R. R. Co, 104 1 C. C. 499; 
Northeast Mississippi Traffic Bureau vs. N. & O., 109 I. C. C. 246. 

See, however, Traffic Bureau, Chamber of Commerce (Lynch- 
burg, Va.), 104 I. C. C. 293, in which case the Commission said: 


By the way of the route designated by the complainant, River- 
mont is intermediate to Lynchburg. Complainant, therefore, contends 
that the rate charged was unreasonable and in violation of the long- 
and-short-haul provision of the fourth section in that it exceeded 
the 25.5-cent rate to Lynchburg. The record indicates that at the 
time of movement the departure was protected by an appropriate 
application and, as previously stated, subsequent to the movement, 
Rivermont was accorded the Lynchburg rate. While evidence of a 
departure from the long-and-short-haul provision of the fourth sec- 
tion of the act does not establish the unreasonableness of the inter- 
mediate rate, it is evidence tending in that direction, particularly when 
accompanied by the subsequent establishment of the lower rate. In 
the instant case defendants introduced no evidence bearing upon the 
issue of unreasonableness. 


Liability of Carrier for Failure to Use Due Diligence in Return. 
ing Order Bill of Lading to Shipper 

Missouri.—Question: Consignor loads an L. C. L. order- 
notify shipment in a trap car on terminal track at A. Bill of 
lading is attached to shipment in car. Shipment is marked for 
destination B, via X Railroad. Terminal carrier delivers car to 
X Railroad, who checks and forwards shipment. Three days 
later shipment arrives at destination. Consignee is unable to 
obtain shipment because of the fact that he does not have the 
indorsed bill of lading. It develops that, through error, the X 
Railroad at point of origin (delivering carrier) failed to sign 
and return bill of lading promptly to the consignor. Also the 
consignor failed to demand bill of lading promptly from the 
carrier. Seven days from the date bill of lading was issued, it 
was received by consignor from the carrier (dated the day 
previous, which was three days after the shipment arrived at 
destination). In order to release the shipment, several tele- 
grams and long-distance telephone calls were executed at the 
expense of the consignor, in addition to the expense of an in- 
demnity bond. 

What, if any, is the carrier’s liability in regard to the ex- 
pense of releasing shipment? Does the fact that the consignor 
failed to demand the bill of lading sooner tend to release the 
carrier from any liability it may have incurred? 

Has the Interstate Commerce Commission ever ruled on a 








situation of this nature and, if so, will you kindly give refg 
to such rulings? This was an interstate movement. 

Answer: Except where, under an established practice, , 
carrier has handled shipments in the manner in which this ship. 
ment was handled, there would be no obligation resting Upon 
the carrier to forward a shipment tendered in the Manner jp 
which this shipment was tendered. However, having under. 
taken to forward the shipment in accordance with the Provisions 
of the bill of lading placed in the car, the carrier should have 
in our opinion, executed and returned the bill of lading to th, 
consignor with reasonable dispatch, as it knew or wags charged 
with knowledge of the fact that the negotiation of the bill g 
lading was essential to the delivery of the shipment at desting. 
tion. 


We are therefore of the opinion that such damages ag yp. 
sulted from its failure to use due diligence in the return of the 
bill of lading to the consignor may be recovered. 

We are not aware of cases in point. It is an unusual sity. 
tion which would not, in all probability, be the subject of , 
decision of the courts. The Interstate Commerce Commisgsigy 
has no jurisdiction in the matter, as its jurisdiction to away 
damages is limited to violations of the interstate commerce ac. 


Liability of Carrier as Warehouseman—Express Company 


New Jersey.—Question: Has carrier the right to decline 
a claim for loss of merchandise due to the cause of fire and 
goods being totally destroyed? 

The circumstances concerning this affair are as follows: 
The shipment was made on December 24, 1926, and was refuse4 
by consignee; an on hand notice was mailed December 30, 1925 
from St. Louis, Mo., to New York, N. Y., which was received 
by shipper January 4, 1927. It was necessary that shipper con. 
municate with regional manager at Chicago, IIl., regarding ship. 
ment, during which time had elapsed until shipper on February 
4, 1927, notified express company in writing to return the ship. 
ment to themselves, all charges collect. 

On January 23, 1927, fire broke out and destroyed the on 
hand department and its contents. 

Claim was filed with carrier in writing March 21, 1927, which 
was within the time limit. 

On June 6, 1927, carrier’s claim agent declined the claim 
for loss. 


The writer is of the opinion that carrier is liable for full 
amount of invoice. Please state some recent legal decision. 


Answer: The general rule is that the liability of an express 
company as a common carrier does not end until it has made 
or tendered a personal delivery of the goods to the consignee 
or to some person authorized by him to receive them. But if, 
by reason of inability to find the consignee, or the consignee’s 
refusal to receive the goods, delivery is not completed, the 
carrier is liable only for safekeeping as a bailee for hire. 


Where, by usage, custom, or special contract, the general 
rule requiring delivery at place of business or at the residence 
of the consignee is dispensed with, the consignee is in all cases 
entitled to notice of the arrival of the goods and a reasonable Oper 
time thereafter in which to remove them before the carrier's 
liability as insurer ceases and that of warehouseman attaches. 
But, when the goods have been transported safely to their des 
tination, and the consignee has been notified of their arrival 
and a reasonable opportunity has been allowed him to remove “9 
them, the liability of the express company thereafter is that s 
of a warehouseman. 

What constitutes a reasonable time for the removal of goods 
will in general depend on the circumstances of each particular 
case, unless the time for the removal is definitely fixed by 
statute. A rule laid down by a large number of decisions in 
which the question has arisen, is that the reasonable time to 
which the consignee is entitled for the purpose of taking away 
the goods after their arrival at their destination has no ref 
erence to the peculiar situation or circumstances of the col 
signee; that a reasonable time is such time as will enable one 
residing in the vicinity of the place of delivery and informed 
of the usual course of business on the part of the carrier, 0 
come to the place of delivery, inspect the goods, and take them 
away. This rule, however, has not received universal approval. 

In determining what is a reasonable time, no consideration 
is to be given to the distance from the place of delivery at which 
the consignee lives. And the convenience or the accommodation 
of the consignee, or his means or facilities for removing the 
goods, or the fact that his inability to move the goods results 
from causes that he did not produce and could not avoid, al 
not to be considered. He cannot defer taking the goods awal 
in order to attend to other matters of his own, no matter how 
important they may be. The liability of a common carrier for 
goods in transit is an extraordinary liability and, although 
founded on sound principles of public policy, is not to be & 
tended beyond the point where necessity for its existent 
continues. 

Where the facts are not in dispute, the question 48 to 
whether the time in a particular case was reasonable is ordi: 
narily one of law for the court. And, on the other hand, the 
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YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


With Care, Speed 
and Courtesy 


MEMBER A. W. A. 


FIREPROOF WAREHOUSES ON TRACK 
pos es to Warehouse. We specialize in the DISTRIBUTION of 
nes car shipments. Insurance rate 15c. Negotiable Warchouse 
Receipts ssued. The Weicker Transfer & Storage Company 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 


aa 


The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ass’t Manager 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can 7 you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 
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PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
Te—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From ro a From Los Angeles 


S.S. ECUADOR August 22 
S. S. COLOMBIA September 19 
S. S. VENEZUELA October 8 October 10 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, ——, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chi 2 Pine Street, San Francisce, Cal. 


» IL. 
10 Hanever Sq., New York, N N.Y. 548 8. Spring St., Los Angeles, Cal. 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 





Use President 
Steamers 


to the Orient via Seattle and the great Circle 
Route. Regular sailings every other Tuesday 
to Yokohama, Kobe, Shanghai, Hong Kong 
and Manila. 


Through bills of lading to other ports. 


T. J. Kehoe, General Eastern Agent, 32 Broadway, New York 


W.G. Roche, Inc. General Agent, R. W. Bruce, General Agent, 
1714 Dime Bank Building, 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash., Vancouver, B. C., Victoria. B. C. 
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question is for the jury when the facts are in dispute, or the 
inference to be drawn from them is in doubt. 

The duty of the carrier to give notice, and the continuance 
of its liability as such until a reasonable time after such notice 
for the removal of the goods, may be established by proof of a 
custom or usage to that effect, and when such usage or custom 
is clearly established, the carrier’s liability is that of an insurer 
until such notice has been given and a reasonable time allowed 
for the removal of the goods, unless its observance is dispensed 
with by an express stipulation to that effect in the contract of 
shipment. This is so notwithstanding a general rule in the 
jurisdiction where the custom or usage is relied on, dispensing 
with notice and a reasonable time thereafter for the removal 
of goods. However, in order to establish such a duty, it must 
be proved that the usage is of an established nature or that 
the notices theretofore given are of such character as to indicate 
that the company intended to remain liable as a common carrier 
until the consignee had had reasonable time to receive the goods. 

On the other hand, the duration of the carrier’s liability 
as carrier after the goods have reached their destination may 
be restricted by usage, or by “any other circumstances from 
which an intention of the parties can be clearly gathered tc 
change the usual incidents of the contract, so as to put an end 
to responsibility of the carrier as soon as articles are transported 
by him to a particular terminus, and to substitute in its place 
the less stringent obligation of a depositary and of custodian of 
property intrusted to him for safekeeping.” But where usage or 
custom is relied on it must be clear and notorious as to afford 
a presumption that all parties acted with an understanding of 
its character and application. One who ships goods to an agent 
at a place where such custom prevails is bound by such custom, 
although he has no actual knowledge thereof. 

Because of the exceptional and arbitrary character of the 
insurance feature of the contract of carriage, it necessarily fol- 
lows that the consignee is bound to observe diligence in remov- 
ing the goods. The duty of the consignee to receive the goods, 
it is said, is as imperative as is the duty of the carrier to deliver. 
The stringent liability of the carrier cannot be continued at the 
option or to suit the convenience of the consignee. The rule 
is well settled in jurisdictions where the shipper is allowed a 
reasonable time within which to remove the goods before the 
carrier’s liability as insurer terminates, whether this time is to 
be estimated from the date of the arrival of the goods from 
notice of their arrival, that the liability of the carrier as such 
ceases after the expiration of such time and becomes that of 
warehouseman only. Bufton vs. Express Co. (Mo.), 212 S. W. 74. 

See the decision of the Supreme Court of the United States 
in Southern Railway Company vs. Prescott, 240 U. S. 632, which 
decision is set forth on pages 831 and 842 of the April 22, 1916, 
Traffic World. 


Routing and Misrouting—Carrier’s Convenience Clause 

Arkansas.—Question: There has been much discussion about 
the proper interpretation of the following case as regards the 
proper rate to protect on shipments as outlined below, and the 
writer would be highly appreciative of enlightenment through 
the columns of your paper. 

In sections 1 and 5 of Southwestern Lines’ Tariff No. 35-Q, 
I. C. C. 1833 are rates on gasoline, carloads, from certain Texas 
producing points to points in Arkansas. In section 1 of this 
tariff there is published a rate of 37 cents to point A, located on 
railroads B and C, and in section 5 there is a rate of 30 cents 
to station A, located on railroad B. 

Is it lawful for line B to pass billing to line C, in order 
that C railroad may participate in rate, bearing in mind that 
line C will protect the 30-cent rate, which is not applicable via 
that line. The understanding between the railroad B and C 
that it is carrier’s routing and that carriers, under such agree- 
ment, will protect the lower rate as shown in section 5. 

Answer: Item 55 of Southwestern Lines’ Tariff No. 35-Q, 
I. C. C. 1833, are rates on gasoline, carloads, from certain Texas 
I. C. C. 1833, reads as follows: 


(a) Routes shown in this tariff are intended to specifically de- 
scribe the routes that should be used, and should be strictly ob- 
served by agents. 

(b) When the rates in this tariff are shown as applicable only via 
certain carriers and specified junction points, such rates will apply 
via such carriers, if for convenience of or through error of carrier, 
shipments are routed via different junction points than shown. 


In section 5 of this tariff, on pages 18 to 339, the following 
statement appears: “Applicable only via routes specified on 
pages 340 to 433, inclusive, herein.” In the same section, on 
pages 340 to 433, the following statement appears: ‘Where 
reference is made hereto on pages 18 to 339 herein rates apply 
only via routes indicated below.” 

It is our opinion that under the provisons of paragraph (b) 
of item 55, the rate of 30 cents published in section 5 of this 
tariff to station A is not applicable in connection with railroad C. 
It will be observed that this paragraph of item 55 only provides 
for the application of the rates carried in this tariff when ship- 
ments are forwarded for the convenience of or through error 
of carriers parties thereto, via junctions other than those speci- 
fied in the routing instructions, and does not provide for the 
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application of the rates where the shipments are forw 
over carriers other than those specified in the routing ingtry 
tions. In other words, if for convenience or through error ship. 
ments are forwarded via a junction point other than that ps5 
fied in. the routing instructions the rates will apply, byt the 
rates will not apply if the shipments are forwarded vig Carriers 
not specified in the routing instructions. ; 
Tariff Interpretation—Commodity Rate to Be Read in Light of 
Governing Classification 

West Virginia. Question: Will you please give us your 
opinion on the followig matter, citing decisions of the Comnis. 
sion, if possible? 

Numerous shipments of bituminous rock asphalt move inter. 
state between two points that do not have joint through rages 
Charges are assessed on a joint through rate to one point plus 
the local rate beyond, such rates applying in accordance With 
tariffs classifying the shipments under the name given above 

We believe the shipments have been overcharged, due to 
the following reasons: By using the rock rate to the first june. 
tion, plus the crushed stone rate between the first and second 
junctions and the local rate beyond on rock, the through rate 
is considerably less than the rate assessed. The tariff naming 
the crushed stone rate provides for the combination rule in 
Jones’ U.S.-1, the other two tariffs remaining silent regarding 
this rule. The question is this: Is the crushed stone rate ap. 
plicable to these shipments of rock. This rock is crushed ané 
takes the same minimum weight as does crushed stone anj 
sand. The dictionary defines stone as being small parties of 
rock. The carriers claim that they never intended the crushed 
stone rate to apply on this rock. The tariff must be applied 
as published, and not the intention of the carriers publishing 
them. What is your opinion of this matter? 

Answer: The Commission has held that commodity tariffs 
must be read in the light of the governing classification. See 
Grosjean Rice Milling Co. vs. D. G., 89 I. C. C. 395, in which cage 
the Commission said: 


arde( 


Agents Countiss’ Tariff I. C. C. 1042 contained a joint through 
fifth class rate of $2.10 from Seattle to New Orleans, over the route 
of movement of these shipments, and also a joint through commodity 
rate on “cereals and cereal products, viz.: flour’ of 83.5 cents. No 
list of the commodities intended to be included in the designation 
‘cereal and cereal products’’ was provided. The tariff was governed 
by the Western Classification. Commodity tariffs must, of course, 


be read in the light of the governing classification. The governing 
Western Classification does not list any commodities under the desig- 
nation ‘‘cereals and/or cereal products.’’ Under the head ‘Flour: rice,” 


a carload rating of fifth class is provided. The classification, there- 
fore, throws no light upon the question of what commodities may 
be accorded the benefit of rates applicable on cereals and cereal 
products. Where an article is clearly embraced within a generic 
commodity designation and neither the tariff nor governing Classifi- 
cation discloses a contrary intention, we have found the commodity 
rate applicable, even though the classification description was more 


specific, Frost & Co. vs. Director General, 57 I. C. C. 755, and have 


done so even though the particular article was not in contemplation 
when the commodity item was framed, Texas State Highway De- 
partment vs. Director General, 69 I. C. C. 220. Rice is a cereal, and 
as neither the commodity tariff nor the classification clearly discloses 
an intention to exclude rice flour from the benefit of the commodity 
rate on cereal products, the joint commodity rate must be considered 
as covering this article. 

Consolidated Classification No. 4, in item 12, on page 406, 
provides for ratings on stone, crushed or ground, N. O. I. B. N, 
under the heading of “stone, natural, other than bituminous 
asphalt rock,” as per item 25, page 405, while ratings on 
bituminous asphalt rock are provided for in item 15, on page 
376, of the classification. It is, therefore, our opinion that, under 
the principle of the Grosjean case and other cases of a like 
nature, rates on crushed stone are not applicable on bituminous 
asphalt rock. 


Tariff Interpretation—Minimum Charge 

Minnesota.—Question: Kindly give me your interpretation 
of the followng dispute: 

A shipment of empty beer packages, returned, weighing 100 
pounds, moved from Minot, N. D., to St. Paul. A charge of 9t 
cents was collected, this being the fourth class rate, while half 
of fourth class rate amounts to only 47 cents. 


Great Northern Tariff 600-G, item 157, authorizes one-half 
of fourth class on empty beer packages, returned, subject to 
minimum charge as authorized in rule 13 of the Western Classt- 
fication, which states that the minimum charge shall be, if 
classified first class or lower, the charge for 100 pounds at the 
class or commodity rate applicable thereto. Therefore, would 
it be proper to assess the fourth class rate as the minimum 
charge, inasmuch as the classification proper authorizes the 
fourth class rating on empty beer packages returned, the 50- 
cent minimum charge to be collected when the fourth class rate 
is less than 50 cents? 

Answer: Item 157-A of Great Northern Tariff 600-G, I. C. ©. 
No. A-6180, which provides for the application of one-half of the 
fourth class rate on empty containers returned, any quantity, 
provides for a minimum rate of 7% cents per 100 pounds, which 
minimum rate, it is stated, is an exception to rule 150 of this 
tariff, under which rule the minimum rate would be that for 
fourth class, i. e., 15 cents. 

In item 150 it is stated that the minimum charges for cal 
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load and less-than-carload shipments moving under this tariff will 
be as provided in the Western Classification. 


Rule 13 of Consolidated Freight Classification No. 4 provides 
that the minimum charge for a single shipment of less-than- 
carload freight, when classified first class or lower, shall be for 
100 pounds at the class or commodity rate applicable thereto. 
Rule 13 further provides that in no case shall the charge on a 
single shipment be less than 50 cents. In section 2 of rule 13 
it is provided that the minimum charge for carload shipments 
shall be $15 per car. In Charles Boldt Paper Mills vs. D. G., 
62 I. C. C. 471, the Commission, in effect, held that rates based 
upon the percentage of class rates are class rates and not 
specific commodity rates. In so far as a less-than-carload ship- 
ment of a commodity upon which one-half of the fourth class 
rate is applied is concerned, the minimum charge would be for 
100 pounds at one-half of the fourth class rate, but not less than 
50 cents. The minimum charge for carload shipment would, 
under section 2 of rule 13, be $15 per car. 


However, item 157-A of Great Northern Tariff 600-G, I. C. C. 
A-6180, provides for an any-quantity rating on empty containers 
returned, but rule 13 of Consolidated Classification No. 4 pro- 
vides no basis for a minimum charge for shipments moving at 
any-quantity rates. 


Therefore, it seems apparent that there is no minimum 
charge which may be applied to shipments of empty containers 
moving under the provisions of item 157-A of Great Northern 
Tariff 600-G, I. C. C. A-6180, and, therefore, charges should be 
assessed on the shipment in question on the basis of one-half 
of fourth class, i. e., 47 cents. 


Company Material—Rates Applicable in Connection Therewith 
Tennessee.—Question: One of our clients leased a quantity 
of rails from the X Railroad, and the billing shows they were 
loaded at A, Florida, and they moved to B, Ala., via C, Ala., 
4 Y Railway, D, Ala., and Z Railroad. 
| As the rails were leased f. o. b. C, Ala., the haul to that 
point is free. However, the question has arisen as to whether 
interstate or intrastate rates should be assessed beyond C. 
If a similar situation has been before the Interstate Com- 
merce Commission will you please advise what their conclusions 
were, with docket number? 


Answer: With respect to this question, see Valley & Siletz 
Railroad Co. vs. Southern Pacific, 53 I. C. C. 397. Under the 
facts in this case, rails were sold by the Northern Pacific Rail- 
road. The rails were in their Auburn, Wash., yards. The sale 
was f. o. b. Portland, Ore. The dealers at Portland had no in- 
terest in the rails until delivery thereof at Portland, the rails 
being company material up to that point. The dealers to whom 
title passed at Portland had sold the rails to the Siletz & Valley 
Railroad, to be delivered at points in the state of Oregon, the 
movement from Portland to these destinations being entirely 
within the state of Oregon. The Commission held that it had 
no jurisdiction over the rates applied for the movement from 
Portland to the destinations in Oregon, on the ground that this 
movement was intrastate. 


In our opinion, the same principle is applicable in the instant 
case, and that, therefore, the movement from C to B was an 
intrastate movement. 


Demurrage—Bunching—Cars for Unloading 

New York.—Question: Your answer on page 1666 of The 
Traffic World of June 25, 1927, to my letter of June 2, in con- 
nection with a “New York” question on page 1424 of the issue 
of May 28, 1927, on the subject of “Demurrage—Bunching—Cars 
for Unloading,” does not deal with the pertinent point to my 
criticism. 

You base your conclusions upon the specific provisions of 
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TRAFFIC EDUCATION 
Editor The Traffic World: 


Being more or less familiar with the educational program 
pertaining to the profession of traffic manager—that is, that of 
endeavoring to have better qualified men for the position—and 
having been with the La Salle Extension University in an ex- 
ecutive capacity, and, therefore, knowing their aims in this 
respect, coupled with the fact that I became G. T. M. of one of 
the largest packers in the world, I firmly believe that, if such 
a program had been available at the beginning of my career, I 
am sure that I would have availed myself of same, thereby 
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section B of rule 8 of the National Car Demurrage Rules with. 
out any mention or consideration of the preamble to rule § 
The law holds that a tariff must be read as a whole. The pojn, 
I desired to make was that, reading the preamble to rule 8 : 
conjunction with section B-2 of that rule, the latter dogs Fo 
carry any provision for allowance of additional time becauge of 
bunching as the result of the act or neglect of any Carrier yp, 
less the “detention of cars is caused by bunching.” j 


This consignee was unable to unload the cars until] about a 
week after tendered for unloading. Instead of the bunchj 
having “caused” the detention, it caused less detention than 
would have accrued had the earlier shipped cars met no dela: 
in transit and arrived sooner than they did. y 

You assume that had the cars arrived sooner, the Consignes 
at that time may have been in position to unload. There is 
no more justification for that assumption than to assume tha 
he was not ready to unload. This is a question of fact which 
could be determined by the number of cars on hand had the 
earlier shipped cars not been delayed in transit. 

Answer: Upon further consideration of this subject we are 
of the opinion that you have properly construed the application 
of the bunching rule and that, therefore, our answer should be 
amended accordingly. 

Tariff Interpretation 

Tennessee.—Question: Agent Boyd’s I. C. C. A-1427, item 
850, provides for rates on live stock from and to various points, 
We are interested in the rate on horses and mules from Omaha 
and points taking same rates to Memphis. We do not have, 
copy of the tariffi containing the rates prior to Agent Boyd's 
I. C. C. A-1283 and, therefore, cannot advise relative to the 
origin of the triangle at the bottom of the third section that pur. 
ports to restrict the rates as applying only between Memphis, on 
the one hand, and Council Bluffs, Omaha, and South Omaha, o 
the other hand. 

It is our contention that the application on page 97 of Agent 
Boyd’s I. C. C. A-1427, when used in conjunction with the rates 
on page 118, item 850, provides rates between Memphis and 
Omaha, also points taking Omaha rates, notwithstanding the 
apparent contrary application, as per the triangle. Another fea- 
ture is that when the rate was established to Helena in Agent 
Boyd’s I. C. C. 1283, supplement 4 thereto, the carriers had no 
fourth section relief and the rates should have been published 
subject to rule 77, leaving the Helena rate applicable at Men- 
phis, this in the event the application appearing in connection 
with triangle should be construed as placing such a restriction 
on the rates that they only apply between Memphis and Omaha, 
Council Bluffs and South Omaha. 

Answer: On page 97 of Agent Boyd’s I. C. C. No. A-1427, it 
is provided that the rates named in this section (2) apply be. 
tween all points in groups shown, unless stated otherwise in 
the individual items. On page 118, in item 850, the triangle 
reference mark reads: “Applies only to Nebraska City, Neb. 
and between Memphis, Tenn., and Council Bluffs, Omaha, Neb. 
and South Omaha, Neb.” 

It is our opinion that the provisions of this reference mark 
constitute an exception to the application of the rates between 
all points in the groups shown in section 2 which is within the 
exception provided for on page 97, reading: “Unless stated 
otherwise in the individual items.” 


The fact that a rate is published from A to B without fourth 
section relief, which is lower than from an intermediate point, 
does not permit of the application of. this rate from the inter- 
mediate point. The published tariff rate applicable from the 
intermediate point must be applied notwithstanding the fourth 
section violation. See Davis vs. Portland Seed Company, 264 
U. S. 403. 





learning the principles very much earlier than I did, and, in 
consequence, would have given my employer a better value for 
the services performed. 

I was very much interested in reading the letter of G. E. 
Weldon, T. M., Scott-Meyer Commission Company, of Little Rock, 
Ark., and especially that portion wherein he says: “Furthet, 
when these so-called trained traffic representatives receive the 
last word in training, how are they to be placed? Is it expected 
that the various concerns throughout the country will dispense 
with the service of traffic men who have been handling theif 
affairs in a satisfactory manner for the last decade or so?” 

In commenting on this I would like to say that, in my judg: 
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TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


from PORT NEWARK, N. J. (New York Harbor) 


SUSCOLANCO 
SUCARSECO 
SUSHERICO 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR, (Wilmington), 
From From 
Mobile New Orleans 


SURICO Aug. 25 
SUGILLENCO Sept. 3 
SUNELSECO ; Sept. 13 


COASTWISE GULF SERVICE 
From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings every 10 day every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Magee ust, ‘New York York City 


Agencies: Beaumont, Buffalo, Chicago, Los Angeles. ~<a 
New Orleans, Pensacola, Pittsburgh, San Fra ncisco. F 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other informatien apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Meere and Water Streets, New York, Telephone Bowling Groen 7394 
Baltimore, Md. Philadelphia, Pe. Pittsburgh, Pa. Pa. Norfolk, Va. 
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And at our Branch Offices at ports of call, 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 


CANAL ZONE ice eal 
Cristobal ALSO 

PANAMA eo 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, address 


17 Battery Place... New York, N. Y. 
321 St. Charles Street Orleans, La. 
Long Wharf Boston, Mass. 
Marquette Building Chicago, Ill. 
311 California Street San Francisco, Cal. 


GULF PACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile,New Orleans 
AND 
Regular Service From 


Beaumont, Port. Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 


SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
208 South La Salle Street Chicago, Ill. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 
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ment, a combination of theoretical training and experience will 
make him a more valuable man to his organization, and I think 
I know whereof I speak. 

In view of this, therefore, any young man who receives a 
training under the proposed program and will start somewhere 
along the line in some railroad office or industrial organization 
or chamber of commerce, having learned the principles of traffic, 
will, in my judgment, go to the top much quicker than the un- 
trained man. As to replacing of traffic men in service—I think 
the same principle applies there as would apply in any business, 
namely: If you do not keep up to date you will be side-tracked, 
as business is full of such occurrences. 

I think one of the big points in the educational program is 
to educate the executives of industries to the value of traffic 
department. If traffic men generally will join in sympathetic 
accord with this educational program, in my judgment, they 
will be beneficiaries to a greater extent than they have any 
idea of at this time. 

North American Car Company, 

C. O. Frisbie, Vice-President. 


COTTONSEED SHAVINGS- 


Editor The Traffic World: 

Please refer to your issue of July 23, 1927, page 177, caption, 
“Scrap Iron and Cottonseed Hull Fibre or Shavings,” signed by 
A. E. H. The writer thinks that this is an unfair statement. It is 
inaccurate and does not cover the facts that bear on shipments 
of cottonseed shavings. It is quite evident that the writer 
does not think the shippers of these commodities are worthy 
of consideration or he does not know the facts concerning the 
shipment of cottonseed shavings. 

For your enlightenment, the principal shippers of cottonseed 
linters and cottonseed shavings are the linter dealers. The 
linter dealers are not manufacturers, but these commodities are 
manufactured by the cottonseed crushing oil mill. There are 
some 800 of these oil mills and the linter dealer buys cotton 
linters and cottonseed shavings from these oil mills and sells 
them to the mattress, silk, powder and silk industries. Cotton 
linters and cottonseed shavings are a waste product and some 
years ago they were entirely thrown away. Before the World 
War cotton linters, including first cuts, second cuts, and mill- 
runs (which are three different methods of manufacturing) were 
shipped in 25 and 30 bale cars as cotton linters. During the war, 
and after, the government began the use of linters for the manu- 
facture of powder. It was ordered by the government that all 
oil mills should delint their seed as much as 145 pounds per 
ton of seed. This was almost as much as three times the 
tonnage that had been secured heretofore. The quality of the 
cotton linter was materially reduced. 

After the war the government had something like half a 
million bales left on hand. It was then that I. C. Markey, of 
the Southern Weighing and Inspection Bureau, discovered an 
old A. & V. tariff that carried cottonseed shavings and this was 
put into effect to help the government move these linters. Mr. 
Markey’s circular 28-A was issued and it described cottonseed 
shavings as follows: 


Chicago, Aug. 6, 1927. 





The entry in Southern Classification No. 44, page 138, Item 3, for 
“Cottonseed hull fibre or shavings other than bleached or dyed,” is 
properly applicable on the material produced by the second or sub- 
sequent runs or reginning processes described above or by the fric- 
tion process as well as on fibre or shavings recovered from the cot- 
tonseed hulls. This material has no appreciable length of fibre and is 
used for munition purposes and also in the manufacture of low grade 
paper and to some extent filling harness pads, horse collars, etc.’’ 


The tariffs simply carried shavings without description. This 
also applied to cotton linters. The southwestern carriers pub- 
lished in their tariffs cottonseed shavings and gave the same 
description to them as Mr. Markey did in his circular 28-A. 
(Refer to Southwestern Lines’ Tariff 12-W, I. C. C. 1744, and 
40-H I. C. C. 1639.) 

In C. F. A. territory cottonseed shavings has been carried in 
the grain by-product list by eastern lines since 1902. They were 
originally placed in the by-product list under the assumption 
that cottonseed hull shavings were a part of cottonseed hulls 
and used in the manufacture of feed. It was not until 1918, 
when the E. I. Dupont de Nemours Company filed a complaint, 
I. C. C. docket 8982, 52 I. C. C. 533, that the eastern lines dis- 
covered just what the commodity was. 

At that time there were no by-product rates carried from 
East St. Louis. At the same time there was a large tonnage 
of this commodity, shipped from East St. Louis to Hopewell, 
Va., for the manufacture of explosives. There being no by- 
product rates from East St. Louis, the classification basis of 
fifth class was assessed. The Dupont company filed its com- 
plaint, seeking reparation amounting to the difference between 
the by-product rate of 18.1 cents per 100 pounds and the fifth 
class rate. 

The carriers’ contention was that the cotton linter basis 
should apply and the Commission upheld the contention in the 
case referred to. Notwithstanding the decision of the Commis- 
sion, the carriers failed to eliminate cottonseed shavings or 
fiber from the by-product list and the commodity has been 
moving at the by-product rates since 1902 and up until some 
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time during the year 1925, when a controversy aroge bety 
the inspetcion bureau in the southeast and certain shippers” 
to just what constituted hull shavings. a 

Due to the failure of the carriers to remove from the tari 
cottonseed shavings after the Dupont decision, it certain 
up to them now to protect the shavings rate as publishes: 
these tariffs. ‘ 

The trouble with the whole situation originates With op 
man, Mr. Markey. He has, in order to facilitate anq turthe 
the carrier in the movement of this commodity, applieg th 
rating cottonseed shavings so long as the government had thege 
shavings at Charleston and as soon as they begin to Move he 
begins to muddle the situation by using various other Circula 
trying to describe cottonseed shavings in a different Manner 
It is not necessary to refer to all of these circulars, but y, 
would be glad if you would read circular 62-A and tell us, please 
exactly what this means. 

It is true that the bureau has no legal status with the Com. 
mission, but in the absence of the description of Shavings jy 
the tariffs, Mr. Markey has taken it upon himself to describe 
this commodity in his circular 282-A and has afterwards Tefused 
to honor these claims by stating that the shipment did jn fact 
consist of second cut linters. The tariff reads ‘cotton lintey 
and “cottonseed hull fiber or shavings not bleached or dyeq’ 
They are entered in the tariffs separately. 

We contend that it is most unfair to mislead the shippex 
of this product as circular 28-A has. It has also brought aboy 
all of this discussion and unfriendliness that certainly prevails 
among the shippers of cotton linters and cottonseed shaving, 
There is no such thing as second cut linters in any of the tariff 
for rating purposes. The manufacturers of cotton linters an 
cottonseed shavings make their contracts with the buyer a 
cording to what the production consists of. If it is a first cy 
or mill-run linter, it is contracted for as linters. If it is a seconj 
or third cutting and the fiber is very short, which of necessity 
it is, with a large cut per ton of seed, it is contracted for a 
cottonseed shavings, it is shipped as such, invoiced as suc 
and sold as such. There is no evasion, no subterfuge of any 
kind, therefore, we resent your statement as follows: 


Of course, in their efforts to obtain the lowest possible rates, ship- 
pers of what they call scrap iron or hull-fibre will bill their ship. 
ments at the rates applicable on the stuff that has value for remet- 
ing only or for the making of explosives paint, or things of that sort 
in which cotton fibre of extremely short length is as good as if not 
better than long staple linters. 


One of the largest industries in the south is in the mam 
facture of cotton seed which produces cottonseed oil, cottonseed 
meal, cottonseed linters, cottonseed shavings and hulls. This 
industry is operated by high class, honorable men. The linter 
dealers, as a while, are honorable gentlemen and neither of these 
two interests would for a moment entertain scheming and cor 
niving of mis-billing a shipment in order to secure a lower 
freight rate. 

We are entitled to as much consideration from the Com 
mission as any shippers of any commodity and you should post 
yourself as to our position before making a _ statement 4 
you have. 

We do not think there is‘ any business imposed upon and 
whose money is tied up with the carriers (and this is no small 
amount) as it has been with the shippers of cottonseed shavings. 
For your information, I want to say that the writer of this 
article has discussed this question with some of the most prom 
inent railroad officials of the country. This discussion has nol 
been limited to a few, but with practically every line we have 
done business with. We have yet to find one man, with whom 
we have discussed the matter, who does not agree with us. lt 
every case they have agreed we were right. This is one reas0l 
we wonder why there should be endless discussion. 

This proposition began with I. G. Markey, of the Souther 
Weighing and Inspection Bureau. It is not of the linter dealers 
making, but the carriers,’ through Mr. Markey. Therefore, 8 
long as these rates are published in the tariffs and are legally 
lawful there, the carriers should protect them without question. 
There are several lines who are doing this and we have little 
trouble with payment of our claims in this direction. This firm 
is capitalized at $50,000.00 at this time. We have claims agailsl 
the carriers amounting to $16,000.00 or $17,000.00, practically 
thirty-two and one-half per cent of our capital. Some of these 
claims have been pending five years. If we get these claims 
paid, we only get six per cent interest, whereas, if we had the 
use of the money, we could use it to much better advantage. 

As a suggestion we would not advise the Commission to UW 
the rubber stamp, as we have used a rubber stamp on the face 
of our invoices and Mr. Markey has referred to this stamp 
of no consequence. We, therefore, fear a controversy might 
arise if rubber stamps are used. 

Wm. Fraser, Jr., President, 
William Fraser, Jr., Inc. 
Memphis, Tenn., August 4, 1927. 


Every persuasive or controlling fact Mr. Fraser mentions hit 
been brought out in the dozens of cases raising the question whe rd 
the thing shipped was shavings, or cottonseed hull fibre shaving, 
something else. I do not recall that in any case the raising ° 
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question was attributed to Mr. Markey, although, speaking from 
memory, in every abstract of such a case the declaration was made 
that the Southern Weighing and Inspection Bureau raised the billing 
to the linter rate. Every decision, in essence, has been that the stuff 
shipped was or was not entitled to the hull-fibre or shaving rate. 
The fact that there has not been agreement as to the name to be 
used has also appeared in abstracts of cases. 

The fact that there have been and are so many cases raising the 
question as to whether the stuff shipped was scrap iron or shavings 
suggested the expedient of a rubber stamp to save time in the dispo- 
sition of the controversies arising from the fact that a shipper, nat- 
urally desiring the lowest rate and believing that he was shipping 
scrap or’ shavings, billed his freight in that way. 

In the war period, scrap iron, for brief periods, was as valuable 
in price as new iron, or more so. Perhaps the day will come when 
the shavings, or short linters, will become more valuable than the 
long staples. Will the railroads then be content to take the lower 
rates now applied on the waste or near-waste materials? 

I am afraid Mr. Fraser has not read the reports of the cases 
contained in The Traffic World. In some of them, says memory, 
there has even been a description of how linters, regins, second-cuts, 
etc., are produced. I said: ‘The two commodities (meaning scrap 
iron and shavings) afford opportunity for endless discussion.” If 
Mr. Fraser has read the abstracts of the cases in The Traffic World, 
he will recall that the Commission, in one case, awarded reparation 
because, among the proof offered that the commodity was shavings, 
was an invoice showing the freight had been bought as shavings, sold 
as shavings, and used as shavings, or hull fibre (I do not recall which 
term was used), thereby going near the making of rates based on 
use. In another case it pointed out that there was no such testimony 
about sale and use as was produced in the other case mentioned. 
The two together may mean that, hereafter, the Commission will be 
guided, at least to some extent, by evidence as to the prices and the 
use to which the commodity shipped was put in reaching its decision 
as to what the commodity was that was shipped. That, it would 
seem, would make Mr. Fraser’s problem simpler.—A. E. H. 


MEN IN TRANSPORTATION 


It goes without saying that a corporation paying approxi- 
mately $200,000,000 a year for transportation of express, freight, 
and passengers, and shipping or receiving from two to two and 
a half million tons of commodities each year, would have a 
traffic department. Yet the United States government, which 
does all that, did not, until a few years ago, take a leaf from 
the commercial world book and establish a traffic organization. 

Vice-President Charles G. Dawes, when he was Director of the 
Bureau of the Budget, submitted a report to President Harding in 
which he said: “The overlapping in service and duplication of 
effort are nowhere more apparent than in the conduct of the traffic 
business of the government.” By direction of the President, the 
Federal Traffic Board was established Oct. 10, 1921, under the Chief 
Coordinator, for the purpose of effecting economies and better 
business administration. throughout the government service in 
the handling of its freight, express, and passenger business and 
to utilize in a more practical way the various carrying facilities 
available—rail, water, and motor. The activities of the board 
are under the direction cf-its chairman, who has the title of 
“Coordinator for Traffic.’ The present coordinator for traffic 
is Captain Roland W. Schumann, detailed from the supply corps 
of the United States Navy. 

W. H. Quigg, administrative assistant handling traffic prob- 
lems presented through the coordinator, is the chief practical 
traffic man in the board’s organization. He was born in Texas 
and began his railroad career in that state as a rodman with 
the engineer corps of what is now the G. H. & S. A. line of the 
Southern Pacific Company in Texas. After serving some time 
in the transportation department in train and local freight 
agency work of lines in Texas, he entered the traffic department 
through the general freight office. He was traveling freight 
agent, commercial agent, freight agent, and assistant general 
freight agent of lines in Texas and Arkansas. Later he became 
general freight-passenger agent of the Arkansas Southern. 
When that line was sold to the Rock Island, he entered service 
with the lower Queen and Crescent lines as freight agent at 
Shreveport and later was transferred to New Orleans as assist- 
ant general freight agent. From New Orleans he went to At- 
lanta, Ga., as general freight agent of the Atlanta, Birmingham 
& Atlantic. January 1, 1911, he was appointed a member of the 
uniform classification committee for Southern Classification ter- 
ritory. In the period of federal control of railroads, he became 
secretary of the traffic division of the American Railway Asso- 
ciation at Chicago. He went to Washington April 1, 1921, as 
traffic assistant of the Railroad Administration. On request of 
the Bureau of the Budget, he was detailed. to service with the 
Federal Traffic Board, June 1, 1922. 

In the period from November, 1921, to June 30, 1927, it is 
estimated that the savings to the government, as a result of 
establishment of the board, have totaled approximately $1,159,- 
000. This estimate covers only outstanding cases in which sav- 
ings have been made through application of proper rates, proper 
routing, and coordination of transportation facilities. It is not 
the policy of the board to use the “big stick” with the railroads 
to obtain savings in transportation charges. The board, accord- 
ing to its officials, asks from the carriers only what is fair on 
the basis of what is accorded private commercial organizations 
in the routing of traffic and in the application of rates. 


THE TRAFFIC WORLD 


Vol. XL, No} 


For the first time in history, the board is attemptj 
make an equitable distribution of government traffic amon 
carriers. Practically all matters relating to the movement 
the government’s traffic, if and when necessary, are hana 
“around the table” by representatives of the boarg and a4 
carriers. The board has brought only one case to the Comnis. 
sion for determination. 


The coordinator for traffic is charged with the general gy 
vision of all government freight, express, and passenger re 
and is directed to exercise the control necessary to coordinats 
the traffic activities of the various departments and establish 
ments of the government and as between the government and 
the various transportation carriers. All questions relatip 
freight rates, terminal and switching charges, Classification de. 
scriptions, and ratings on materials and supplies used by th 
government, requiring the application of remedial measures or 
submitted to the coordinator for traffic for handling ang adjust 
ment. The coordinator for traffic also directs the routing anj 
distribution of all government property consisting of two cq. 


W. H. QUIGG 


loads or more. Shipments of less than two carloads are routed 
by the departments or establishments in connection with thelr 
field forces. A monthly report is required from all government 
activities as to the forwarding of all shipments. These reports 
are analyzed in the office of the coordinator of traffic and, where 
it is found that a department has failed to route such traffic to 
the best adavntage of the government, attention is called to the 
error. 


Personal Notes 


Charles Patton, formerly general agent of the Erie, Atlanta, 
Ga., has been appointed general freight agent of Bayway Ter 
minal, at New York. 

John W. Smith, general manager of the Indiana Harbor Belt, 
has been appointed assistant to the president of the Boston alé 
Maine, instead of general manager, as stated in the Trail 
World of August 6. 

L. R. Everett, former division freight and passenger agen! 
of the Santa Fe, at San Bernardino, has been appointed assistant 
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general passenger agent, at San Francisco, succeeding J. F. 
Moses, resigned to enter other business. 

J. M. Gross has been elected vice-president in charge of 
traffic of the Bethlehem Steel Company and H. C. Crawford has 
been made traffic manager. 

John F. Dery, formerly manager of the Traffic Club of New 
York, has been appointed vice-president of the Atlantic Lighter- 
age Corporation, the Grain Lighterage Corporation, and the At- 
lantic Oil Transit Corporation. 





With the desire of making his contribution to the elevation 
of the traffic profession and the settlement of transportation 
problems by co-operation, Fred A. Doebber accepted the nomi- 
nation and was elected to the office of secretary of The Asso- 
ciated Traffic Clubs of America, at the time of the association’s 
annual meeting in Kansas City, in April, 1925. He has served 
in this capacity since that time, through the administrations of 
H. A. Palmer and T. T. Webster, and now under the administra- 
tion of T. C. Burwell. He is enthusiastic in his support of the 
educational program fostered by the traffic clubs. He was born 
in Memphis, Tenn.. November 26, 1890, and after five years’ 
residence in that city, moved to Indianapolis, Ind. Shortly after 
completing high school, in May, of 1908, he took employment 
with the Citizens Gas Company, which operates two large by- 





F. A. DOEBBER 


product coke plants at Indianapolis. The greater-portion of the 
time of his association with the gas company he has served as 
its traffic manager. In 1924, Mr. Doebber was elected to the 
presidency of The Indianapolis Traffic Club. At this time the 
position of the railroads was somewhat insecure, based on the 
attitude of radicals in Congress who sought to amend the trans- 
portation act to the detriment of the carriers. Feeling that the 
laymen should have an acquaintance with some of the major 
problems of the carriers, Mr. Doebber planned, during his ad- 
ministration, a program featuring the Indianapolis railroads, 
consisting of several of the largest banquets ever given in Indi- 
anapolis, by means of which the executive heads of these roads 
had the opportunity of informing the public of their principal 
difficulties. P. E. Crowley, president of the New York Central; 
J. J. Bernet, president of the Nickel Plate; H. R. Kurrie, presi- 
dent of the C. I. & L.; C. H. Markham, president of the Illinois 
Central; Fred Zimmerman, president of the C. I. & W., and Sir 
Henry Thornton, president of the Canadian National, were the 
honored guests and speakers at these affairs. The program at- 
tracted considerable attention and was highly successful. Later, 
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in 1925, Mr. Doebber was instrumental in organizing the Indus- 
trial Traffic Managers’ Association of Indianapolis and was its 
first president. Mr. Doebber has accepted an appointment from 
Indiana University to instruct a night class in traffic which the 
university will institute at Indianapolis this fall. 





S. E. Davis has been appointed commercial agent of the 
Louisiana & Arkansas and the Mississippi Central at Houston. 

Because of illness Edwin Kluever, freight traffic manager, 
Nickel Plate, has received leave of absence. J. H. Day has been 
appointed acting freight traffic manager at Cleveland; R. A. Wil- 
liamson has been appointed acting general freight agent; and 
H. L. Baird has been appointed assistant general freight agent. 

S. G. Brothers has been appointed acting traveling freight 
and passenger agent, Wabash, at Moberly, Mo. 

A. G. Fowler has been appointed assistant general agent, 
San Francisco-Sacramento railroad, at Chicago. 


George R. De Weese has been appointed commercial agent 
of the C. & E. I., at Chicago Heights, IIl., succeeding P. S. Lot- 
tinville, general agent, resigned to accept service with another 
company. 

John E. Brittain died at his home in Melrose, Mass., August 
8. He was a member of the Association of Railroad and Steam- 
boat Agents of Boston. He retired as general agent of the 
C. & N. W. in 1918, after a long period of railroad work. 


A. B. Reynoldson has been appointed general agent, South- 
ern Pacific, for Great Britain, with offices at London and Liver- 
pool, succeeding R. G. Bonsor, who died. 


Captain Roland W. Schumann, supply corps, U. S. Navy, has 
been detailed as co-ordinator for traffic of the Federal Traffic 
Board, succeeding Commander C. E. Parsons. 


Frederick Seiver has been appointed statistician of the 
motor bus division of the American Automobile Association. He 
has been with the Port Authority of New York, where he made 
economic and statistical studies of transportation in the metro- 
politan area. One of the first of the statistical studies that will 
be made by Mr. Seiver will deal with bus operating costs. 


Edward R. Munford has been appointed commercial agent, 
Erie, at Cleveland; Allan Barr has been appointed assistant gen- 
eral agent, at Akron. The following appointments are effective 
August 16. David R. Thompson, foreign freight agent, at Chi- 
cago; Eugene J. Dean, division freight agent, at Dayton, suc- 
ceeding C. L. Farrell, resigned; Eugene W. Vail, assistant gen- 
eral freight agent, at Cincinnati, succeeding C. P. Morse, retired; 
Francis L. Collins, division freight agent, at Huntington, Ind., 
succeeding J. H. Hackett, retired; Clifford V. Harrow, general 
agent, at Des Moines, succeeding G. F. Daniels, transferred; 
James M. Skaehill, division freight agent, at Meadville, Pa., suc- 
ceeding E. W. Vail, transferred; Richard L. Murphy, general 
agent, at Louisville, succeeding Theo. Lengmiller, retired; George 
F. Daniels, general agent, at St. Louis, succeeding B. A. Rock- 
well, transferred; Lee R. Breckenridge, commercial agent, Co- 
lumbus, O., succeeding E. W. Burnett, transferred; Beecher A. 
Rockwell, general agent, at Detroit; Frank H. Dowell, assistant 
general agent, at Detroit; and Eugene W. Burnett, commercial 
agent, at Toledo, succeeding C. V. Harrow, transferred. 


F. J. Osborne has been appointed eastern dairy agent of the 
New York Central and the West Shore railroad, succeeding 
S. D. Parkhurst, who died. F. L. Wortman has been appointed 
assistant eastern dairy agent. 


C. A. Hunt has been appointed assistant general freight 
agent, Chicago & Illinois Midland, at Chicago, succeeding R. S. 
Sneed and L. E. Butler, assigned to other duties. 


Pennsylvania railroad officials will be hosts to Sir Felix 
J. C. Pole, general manager of the Great Western railway of 
England, August 13, when the British railway official and his 
party will be conducted on a tour of the railroads in the Chicago 
terminal. Following visits in Philadelphia, Norfolk, Va., Wash- 
ington, D. C., and Baltimore, the party will arrive in Chicago 
over the Pennsylvania Saturday morning. Vice-president T. B. 
Hamilton and general manager H. E. Newcomet of the Pennsyl- 
vania will welcome the party to Chicago. A special train will be 
placed at their disposal for the terminal inspection trip. Mem- 
bers of the English party are: Sir Felix J. C. Pole, general 
manager, Great Western railway of England; J. Milne, assistant 
general manager; J. C. Lloyd, chief engineer; W. A. Stanier, 
principal assistant to chief mechanical engineer; and K. W. C. 
Grand, general agent in New York. Pennsylvania railroad off- 
cials on the inspection tour, in addition to vice-president Ham- 
ilton and general manager Newcomet, will include W. U. Moyer, 
assistant to president W. W. Atterbury, who accompanied the 


party to Chicago; T. W. Demarest, general superintendent of: 


motive power, western region; superintendent R. D. McKeon, 
and A. E. Jacoby, trainmaster of the Chicago terminal division. 
C. H. Markham, chairman of the board, and L. A. Downs, presi- 
dent of the Illinois Central, will head the I. C. party, which will 
include A. E. Clift, senior vice-president; G. E. Patterson, gen- 
eral manager, and A. M. Umshler, superintendent. Belt Railway 
officials in the party will include president E. H. Lee; George J. 
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“Both Win When They Pull Together!” 





St. Louis Southwestern Railway © Unsurpassed Service to and 
Employes Are Trained From the Great 
to Co-operate 
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Sketch from the “(Commonwealther,’’ Published by Commonwealth Steel Co. 
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_ Shreeve, general superintendent, and J. C. Hemming, super- 
intendent. 


DOINGS OF THE TRAFFIC CLUBS 


The Los Angeles Transportation Club, the Rail and Water 
Club, and the Women’s Traffic Club of Los Angeles will make a 
joint excursion to Zion National Park, Bryce Canyon National 
Monument, and Cedar Breaks, Utah, September 2, 3, 4 and 5. 
The trip will be made over the Union Pacific at reduced rates in 
a special train. A motor bus trip will be made from Cedar City 
to Zion park September 3, and a similar trip to Cedar Breaks 
and Bryce Canyon September 4, following which a dance will be 
held at El Escalante Hotel, Cedar City. The train will leave 
Los Angeles at 5:15 P. M., September 2, and get back at 5:40 
P. M., September 5. 





The Knoxville Traffic Club will hold its annual outing at 
Sunshine, Tenn., “in the heart of the Smoky Mountains,” August 
25. Both bus and train transportation will be used going, but 
only busses will be available for the return. The train leaves 
the Southern Railway passenger station at 2:45 P. M. Enter- 
tainment will include horseshoe pitching, baseball, swimming, 
tennis, golf (African), fishing, and dancing. A chicken dinner 
will be served in the evening. 





The Traffic and Transportation Association of Pittsburgh 
has elected the following officers: President, E. J. Siemon, 
Pittsburgh Steel Company; vice-president, Thomas Byers, D. & 
H. Company; treasurer, M. D. Perry, Pittsburgh Screw & Bolt 
Company; recording secretary, Frank J. Ryan, Rock Island; 
financial secretary, Samuel H. Verner, Big Four; executive com- 
mittee, W. H. Grounds, W. J. Brown, J. E. Devlin, H. L. Geyer, 
G. H. Weitzel, J. E. Gray, C. W. Gottschalk, and J. J. Reilly. 





The Birmingham Traffic & Transportation Club held a meet- 
ing at the Bankhead Hotel August 9. Dr. Seal Harris spoke on 
dietetics. 





The Traffic Club of Atlanta held a luncheon meeting at the 
Atlanta Athletic Club August 8. I. N. Ragsdale, mayor of At- 
lanta, who was to have spoken, was unable to attend. He was 
represented by Alderman J. C. Murphy, chairman of the police 
committee of council, who spoke on the necessity for co-opera- 
tion between business and government. He concluded with a 
tribute to the club for its fostering of a spirit of cordial relations 
between the shipper and carrier interests of the city. A resolu- 
tion of condolence was adopted on the recent death of W. S. 
McFarland, general manager, American Railway Express Com- 
pany. A resolution declaring the necessity for flood control in 
the Mississippi valley and supporting the O’Connor bill intro- 
duced in the 69th Congress was adopted. A musical program 
was furnished by Madam Bertha Lewis Adamhoff and Heinrich 
Adamhoff. 





The Traffic Club of Philadelphia will hold an all day outing 
at Pine Run Country Club, Ambler, Penn., August 18. Enter- 
tainment will include baseball, golf, tennis, and other sports. 
Luncheon and dinner will be served. 





The Women’s Traffic Club of Los Angeles held a meeting 
August 3. James A. Sheridan, consul for Brazil, told of products 
and transportation problems of that country. James H. Smiley, 
newly appointed district manager of the United States Bureau 
of Foreign and Domestic Commerce at Los Angeles, explained 
the duties of his office and offered its service in locating foreign 
markets for local products. Gertrude B. Sears, president of the 
club, was elected delegate to the annual convention of the Asso- 
ciated Traffic Clubs of America at Richmond, Va., October 25 
and 26. 





The Junior Traffic Club of St. Louis will hold an excursion 
aboard the steamer St. Paul August 18. There will be music 
and dancing. The first contests of a thirty-five week schedule 
of the bowling league will take place at the Park Recreation 
Alleys August 29. The league will be composed of six teams of 
seven men each. 





The Traffic Club of Detroit will hold its annual outing at 
Tashmoo Park, going there via steamers Tashmoo and Wauketa, 
August 22. Athletic and field events will take place in the 
afternoon. 





The Traffic Club of Pittsburgh will hold a golf tournament 
August 15 at the Highland Country Club. J. W. Mathews, traf- 
fic manager, Central Tube Company, and general chairman of 
the entertainment committee, and H. M. Corbett, general agent, 
M. and St. L. railroad and vice-chairman of the committee, have 
appointed a sub-committee to handle the tournament as follows: 
Chairman, C. J. Maley, district manager, Munson Steamship 
Line; H. A. Lowry, general agent, Texas & Pacific; J. G. Owston, 
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traffic department, Pittsburgh Plate Glass Company; C. E. Arm- 
strong, assistant general agent, Reading Company; Allen Wald- 
bauer, general eastern agent, Wisconsin & Michigan railway; 
and A. R. Kennedy, traffic manager, Pittsburgh Steel Company. 


LUMBER SHIPMENTS 


The order files of the lumber industry showed a slight sea- 
sonal curtailment last week, when compared with reports for the 
preceding week, according to telegraphic reports received August 
11 by the National Lumber Manufacturers’ Association from 350 
of the larger commercial softwood, and 140 of the chief hard- 
wood lumber mills of the country. The 338 comparably report- 
ing softwood mills showed production about the same, and nom- 
inal decreases in shipments and new business. Forest fires in 
the North Pacific Coast region hindered woods operations but 
did not affect the mills. In comparison with the same period 
last year there was some increase in production, and decreases 
in shipments and new business—particularly heavy in new 
business. 

The 140 hardwood operations showed slight increases in 
production and shipments, and a material decrease in new busi- 
ness, when compared with reports from 132 mills for the week 
earlier. For the corresponding period a year ago, when, how- 
ever, only 127 mills reported, there were apparent decreases in 
all three factors. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 

Corresponding Preceding Week—1927 


Past Week Week—1926 (Revised) 
Softwood Hardwood Softwood Hardwood Softwood Hardwood 
Mills.... 338 140 343 127 342 132 


Produc- 

tion.... 247,264 22,559 
Shipments 220,488 19,548 232,307 20,171 236,720 18,739 
Orders... 215,525 18,181 241,826 21,639 225,672 22,628 


Because of fluctuations in the number of west coast mills 
reporting this year, softwood comparisons between 1927 and 1926 
are without significance. 


238,581 19,013 245,018 20,009 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
July 15, was 71.1, accordng to the semi-monthly bulletin of the 
car service division of the American Railway Association. Per- 
centages by classes of equipment were as follows: Box, 63.6; 
refrigerator, 81.5; coal and coke, 75.6; stock, 85.5; flat, 78.2; 
tanks and others, 93:6. The percentages for all equipment, by 
districts, were as follows: Eastern, 63.1; Allegheny, 78.6; Poca- 
hontas, 63.7; Southern, 68.3; Western, 74.2. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of July 15, showed the fol- 
lowing: Eastern district, 98.1 as against 96 a year ago; Alle- 
gheny, 101.2 as against 102.2 a year ago; Pocahontas, 80.9 as 
against 84.6 a year ago; Southern, 93.9 as against 95.1 a year 
ago; Western, 99.1 as against 99.2 a year ago; all districts, 97.7 
as against 97.7 a year ago; Canadian roads, 98.1 as against 96.7 
a year ago. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended July 30 was esti- 
mated by the bureau of mines of the Department of Commerce 
at 8,590,000 net tons, an increase of 331,000 tons as compared 
with the preceding week. Anthracite production was estimated 
at negate net tons, a gain of 17,000 tons over the preceding 
week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended July 31 totaled 989,236 net tons, as compared 
with 960,604 tons the preceding week. Anthracite shipped from 
Lake Erie ports totaled 34,108 net tons as compared with 26,407 
tons the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended July 30 totaled 446,808 net tons, of which 238,019 
tons were for New England delivery. 

Cars of coal forwarded over the Hudson river to eastern 
New York and New England the week ended July 23 were re- 
ported as follows: Bituminous, 2,307; anthracite, 3,220. 


TRANSSHIPMENT OF :COAL 


More bituminous coal has been transported by water so far 
this year to upper lake ports than ever before in any COor- 
responding period, according to the car service division of the 
American Railway Association. From January 1 to July 24, 18,- 
026,573 tons of bituminous coal were dumped into vessels at Lake 
Erie ports for shipment to upper lake ports. This exceeded by 
3,393,489 tons the best previous record for that period, estab- 
lished in 1923, and also exceeded by 4,343,084 tons the amount 
dumped in the corresponding period last year. Bituminous coal 
on hand and ready for dumping into vessels at Lake Erie ports 
on July 24 totaled approximately 793,700 tons compared with 
767,250 tons in the same period last year. 
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Always Sell “C.1.F.” and. 
Specify American Ships 


'Y quoting prices on a basis of “c.i.f.” 

rather than “f.o.b.” you are enabled 

to choose for the carriage of your cargoes 

American ships operated for the United 

States Shipping Board, and thus in two 

ways give impetus to the expansion of 
your export trade. 

The United States Shipping Board 
Freight Services are constantly developing 
and fostering new markets for American 
business— sailing regularly and frequently 
and carrying their cargoes promptly and 
safely to their destinations. Furthermore, 
they are under the direction of experi- 
enced American operators who are in a 
position to give valuable advice to pro- 
spective shippers. | 

Included in this fleet are the speedy 
passenger ships of the United States Lines, 
sailing from New York to principal Euro- 
pean ports. In addition to carrying pas- 
sengers, the United States Lines ships, 
led by the famous Leviathan, provide an 
exceptional express freight service. 

For complete information regarding 
freight or passenger services consult 
‘Schedule of Sailings”, a comprehensive 
publication issued by the Traffic Depart- 
ment, or write direct. 


United States Shipping Board 


Merchant Fleet Corporation 
WASHINGTON, D. C. 


ST. 
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Newest, Most 
Enchanting! 


Zion National Park—Bryce Canyon 
Kaibab Forest—Cedar Breaks 
Grand Canyon National Park 


Season to October 1 


The most colorful vacation region on earth! 
Canyons of tremendous depth, mountains of 
majestic height, mammoth amphitheatres of 
fanciful architecture and sculpture—cathedrals, 
castles, pagodas, giants, gnomes, all gleaming 
with ever-changing colors! Painted deserts, 
virgin forests, cliff dwellings, wild life and 
sublime Grand Canyon! 


Easy to reach and see—tnrough Pullmans to 
Cedar City, Utah, the gateway—3, 4 or 5-day 
motor-bus tours from there. Comfortable new 
lodges. Miles of thrilling trails. The Zion- 
Grand Canyon Red Book tells all—ask for it. 


Low Summer Fares to all the West 


Union Pacific reaches all the West's greatest attractions — 
Colorado—Yellowstone—Ogden—Salt Lake City—Great 
Salt Lake — Pacific Northwest and Alaska — California — 
Zion National Park— Bryce Canyon—-Grand Canyon Na- 
tional Park. One or all on one Low Fare Union Pacific Tour. 
Also Escorted all-expense tours. 


Tell us how much time you have, what you wish to 
see. We will send booklets and complete information. 


C. J. COLLINS 
General Passenger Agent 
Omaha, Nebraska 


UNION PACIFIC 


THE OVERLAND ROUTE 


Zion National Park 
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BIG ROAD FIGURES 


Large Class I steam railroads had an aggregate net railway 
operating income of $406,191,096 for the six months ended with 
June, as compared with $420,708,614 for the corresponding period 
of 1926, and of $75,432,997 for June, as compared with $90,842,540 
for June, 1926, acccording to the monthly statement prepared 
by the bureau of statistics of the Commission from reports of 
carriers having annual operating revenues above $25,000,000. 

Operating revenues, operating expenses, net railway oper- 
ating income and operating ratio of the individual lines, for 
June, 1926, and 1927, follow: 


Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses income %o 
Total—Roads reported: 
1927 $441,597,569 $331,131,560 $75,432,997 75.0 
1926 461,501,582 334,839,675 90,842,540 72.6 
New England Region: 
Boston & Maine— 
1927 6,429,771 4,893,563 1,016,945 76.1 
1926 6, 766, 662 5,047,491 1,212,703 74.6 
New York, New Haven & Hartford— 
1927 11,852,478 8,472,459 2,179,120 71.5 
1926 = 12, "298, 939 9,152,945 2,058,295 74.4 
Great Lakes Region: 


Delaware & Hudson— 


1927 3, 580,437 2,956,559 501,205 82.6 

1926 233,363 2; 902,340 1,258,427 68.6 
Delaware, Lackawanna & Waslern System— 

1927 7,535,031 5,068,681 1,797,098 67.3 


1926 8,063,326 5, 274, 392 2,110,643 65.4 

Erie (including —- & Erie)— . 
1927 ,236,636 8,090,688 1,350,275 79.0 
1926 io’ 756,707 8,236,560 1,824,520 76.6 


1927 6,499,007 4,884,878 1,149,656 75.2 
1926 7,444,658 5,278,191 1,639,568 70.9 
Michigan Central— 
i 7,787,800 5,344,494 1,912,897 68.6 
926 8, 651,105 5, 540, 112 2,386,238 64.0 
New York Central ‘dneludinig Boston & ‘Albany)— 
33, 67 24, ,334 6,976,512 71.3 
1926 35, 201, 738 24° 589, 662 7,668,971 69.9 
New York, Caeae z St. Lou is— 


Lehigh Valley— 


4,476,923 3,274,640 764,041 73.1 

1926 4,345,518 3,373,284 516,710 77.6 
Pere Marquette— 

1927 3,708,632 2,907,417 490,139 78.4 

1926 3,737,120 2,716,408 729,407 72.7 
Pittsburgh & Lake Hrie— 

1927 2,802,067 2,132,230 817,824 76.1 

1926 2,671,018 2,239,437 639,181 83.8 
Wabash— 

1927 5,523,658 4,394,917 601,160 79.6 

1926 5,788,503 4,505,362 771,865 77.8 


Central Eastern Region: 
Baltimore & Ohio— 











































1927 21,512,679 15,215,981 5,249,592 70.7 
1926 21,710,858 15,119,086 5,269,041 69.6 
Central of New Jersey— 
1927 5,309,803 3,782,072 959,324 71.2 
1926 5, "408, 316 3,766,290 1,057,533 69.6 
Chicago & Mastery See 
2,047,696 1,642,536 134,461 80.2 
1936 2, 178, 896 1,900,102 *13,396 87.2 
Cleveland, Colne , Chicago & ‘. St. Louis— 
5,881,912 1,205,389 © 77.1 
1936 z 602. det 5,807,544 1,580,923 72.5 
Elgin, Joliet & Eastern— 
1927 2, — 730 1,436,651 348,060 72.7 
1926 ,661 1,498,582 559,459 63.7 
Long Island— 
1927 3,695,454 2,698,888 488,267 73.0 
1926 3,669,087 2,505,702 615,858 68.3 
Pennsylvania— 
1927 56,374,381 42,466,003 8,961,347 75.3 
1926 59,364,630 44,478,717 9,825,561 74.9 
Reading— 
1927 7,377,742 6,113,968 1,046,867 82.9 
1926 8,219,290 6,326,035 1,549,879 77.0 
Pocahontas Region 
Chesapeake & "Ohio— 
1927 11,185,632 7,649,140 3,013,021 68.4 
1926 11,319,287 7,585,895 3,467,471 67.0 
Norfolk & Western— 
1927 9,594,654 5,896,909 3,084,926 61.5 
1926 9,892,756 5,927,989 3,395,985 59.9 
Southern Region: 
Atlantic Coast Line— 
1927 6,037,981 5,318,828 270,218 88.1 


1926 7,487,178 5,670,499 1,088,806 75.7 
Central of Georgia— 

1927 2,181,468 1,799,326 262,734 82.5 

1926 2,444,584 1,934,341 403,564 79.1 


1927 13,108,755 9,998,360 2,224,828 76.3 
1926 12,684,372 9,934,900 1,900,007 78.3 
Louisville & ae a 


927 11,735,466 9,514,698 1,632,974 81.1 

1926 12,174,750 9,129,977 2,437,035 75.0 
Seaboard Air Line— 

1927 4,845,171 3,836,499 699,171 79.2 

1926 5,332,694 4,036,649 921,357 75.7 


ae 12 eer 8,900,160 2,386,782 73.2 
6 12,660,248 8,636,142 3,135,117 68.2 


192 
Yazoo & meena, Valley: 
1927 ? 793, 393 1,791,544 *219,538 99.9 
1926 2. 260, 808 1,912,279 122,407 84.6 
Northwestern Region: 
Chicago & North Wes 
isa 713,580,533 9,717,734 2,853,191 71.6 
1926 14,225,874 10,118,835 3,098,190 71.1 


Chicago, Miwaukeo & St. Paul— 
1927 13, 320,143 11,547,412 562,523 86.7 
1926 = 18, "330, 278 11,063,074 1,680,823 t 


Illinois Central— 


Southern— 
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The corresponding figures for the six months ended with 
June and the same period of 1926 follow: 


Total—Roads reported: 
1927 2,577,772,720 1,969,249,058 




















































Operating Operating 
revenues expenses 
Chicago, St. Paul, jiauewn & & Omaha— 
1927 2,199,433 1,642,207 
1926 2, "185, 269 1,793,968 
Great Northern— 
Freed 9,753,656 6,617,832 
1926 9, 663, 302 | 6,610,748 
Minneapolis, St. me & Sault arie— 
927 0, Ft 3,052,729 
1926 4 157, 130 3,170,280 
Northern Pacific— 
1927 7,658,255 5,794,171 
ays 8,329, "469 6,126,425 
Oregon-Washington R. R. & Naviga tion Co.— 
1927 2,233,353 1,904,612 
1926 2 721, 166 1,917,337 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1927 16, 235,943 12,290,221 
1926 16, 467, 457 11,526,147 
Chicago & Alton— 
1927 2,259,100 1,703,717 
me 4 2,640,109 2,010,354 
Chicago, Durtagtee & Quincy— 
927 11,960,342 9,120,154 
926 12, ‘177, 532 9,349,167 
Chicago, Rock Island & Pacific— 
927 11,060,034 8,436,967 
1926 10, 980, 151 7, 819, 372 
Denver & Rio Gonna Western— 
2,481,489 2,001,993 
1936 2. 728, 780 1,978,520 
Oregon Short Line— 
os af 2,657,603 2,170,962 
1926 2, 928, 985 2,103,673 
Southern Pentel Lines— 
927 19,025,510 12,738,523 
i936 pS 082, 722 12,559,558 
Union Pacific— 
1927 8,287,233 6,071,924 
1926 8,800,110 6,405,000 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1927 2,602,889 2,178,481 
1926 2,191,617 1,784,733 
Missouri-Kansas-Texas— 
1927 2,743,082 2,050,394 
1926 2; 858, = 1,890,119 
Missouri- meetin of Tex 
1927 1, 416, 253 1,311,825 
1926 : # 642, 035 1,326,269 
Missouri Pacific— 
1927 9,667,918 8, ty 34 
1926 10, 578, 179 8,2 
St. Louis-San Francisco— 
1927 7,124,792 5,018,323 
1926 7,289,651 5, 116,041 
Texas & New Orleans— 
1927 5,577,557 4,682,590 
1926 5,537,448 4,775,721 
Texas & Pacific— 
1927 2,788,186 2,280,491 
1926 2,755,927 2,118,870 


Net 
railway 
operating 
income 


351,097 
244,797 


2,316,054 
2,308,518 


612,799 
639,995 


1,560,263 
1,764,615 


25,301 
517,058 


2,681,493 
3,503,655 


269,514 
356,056 


1,596,770 
2,214,665 


1,511,760 
2,087,305 


366,563 
643,620 


158,066 
485,404 


4,325,091 
4,629,236 


1,294,849 
1,455,857 
171,655 
168,859 


544,941 
777,827 


*61,338 
110,337 


684,945 
1,466,796 


1,687,827 
1,792,233 


398,240 
349,252 


216,098 
414,307 


Net 
406,191,096 


1926 3, 589, 728,363 1, 971, 695, 955 420,708,614 


New England Region: 


Boston & e— 
1927 37,966,878 
1926 39 528, 1028 
New York, New - & Har 
68, 089, Hose 
i9n8 68, 785, 659 


Delaware & Hudson— 
1927 20,885,395 
1926 21, 137, 418 


Great Lakes Region: 


29,249,892 
30,184,446 
50,660,765 
51,237,481 


17,559,664 
16,600,497 


Delaware, Lackawanna & Western System— 


1927 41,738,407 
1926 41, 528, 658 
Erie (including Ch 4 & Erie) 
59,885, a7) 
1926 58, 363, 172 


27 37,231,274 
1926 37,419,866 

Michigan Central— 
a 44,506,466 


926 2, "732 
New York Central ‘dneluding Boston 
1926 192; — 108 
New York, Chicago & St. Louis— 
192 26,654,971 
i926 26, 974, 187 

Pere Marquette— 
1927 21,650,439 
1926 Be »424,338 


Pittsburgh & ee P 
“Ts, 299,236 
i334 16, "130, "916 


Lehigh Valley— 


BS 
; 


Wabash— 
1927 33,546,465 
1926 34,007,049 


Central Eastern Region: 


Baltimore & Ohio— 
1927 121,213,530 
1926 118, 170, 315 
Central of New Jersey— 
1927 28,837,508 
1926 27,888,990 





30,716,230 
30,150,229 


49,070,906 
48,063,115 


29,719,768 
28,974,099 


30,921,859 
32,067,254 
on re ‘Albany 


— 
»215, 343 


142" 785,141 


19,476,884 
19,641,630 


15,666,419 
15,371,201 


13,610,285 
13,252,556 


26,055,404 
25,922,213 
91,347,341 
90,189,322 


22,117,084 
20, 786,324 


5,521,532 
6,215,452 


10,212,820 
11,430,959 
2,429,024 
3,775,068 


7,545,001 

568 
6,180,605 
6,184,204 


4,587,188 
5,645,090 


10,428,310 
11,630,966 


31,144,609 
33,201,792 


4,659,327 
4,890,648 


4,057,910 
4,137,313 


3,891,133 
4,136,630 


t oes. 912 
5,587 
22,650,815 
20,838,512 


4,270,599 
3,981,052 
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1 “Good Public Service 


OVERNIGHT! 


SECOND MORNING! 
THIRD DAY! 


Fast Freight Service 


Between 


COLUMBUS, OHIO 


and the majority of 
Commercial Centers of 


OHIO-INDIANA & MICHIGAN 


5000 Miles of Electric Railway Territory 


FOR THE SPEED OF EXPRESS 
AT REGULAR FREIGHT RATES 


Route your outbound shipments and 
specify on your purchase orders 


via 


“IC&E” Traction Freight 


Fort Wayne 
Cincinnati 
Indianapolis 
Detroit 
Toledo 
Richmond 
Muncie 
Springfield 
Dayton 
Lima 

and many other points 


THE “IC&E” TRACTION LINES 


Wm. R. Huffer A. L. Peck, D. F. & P. A. 
Traffic Manager Interurban Terminal 
Springfield, Ohio Columbus, Ohio 
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Clear Grain= 


New Orleans 


Vfor Fast & Economical 
Handling ~ 


HE modern facilities which have been provided 

at New Orleans for the handling of grain on a 
large scale have made the turn-around of vessels 
in this Port unusually fast. 


The huge New Orleans Public Grain Elevator— 
built of reinforced concrete and absolutely fireproof 
—has a storage capacity of 2,622,000 bushels. 


The Public Belt Railroad, a publicly owned and 
operated utility, connects the ten trunk-line railroads 
which enter this city with the elevator. Over this 
road, cars are switched into the storage yard of 
the elevator; then brought into the unloading shed 
and unloaded at the rate of 200,000 bushels daily. 


Grain moved by water from the Central West is 
unloaded from barges at the elevator by a marine 
leg at the rate of 15,000 bushels per hour. 


A creosoted timber wharf, 2,090 feet long, serves 
the plant. Grain can be delivered to four vessels 
along this wharf simultaneously at a rate of 
100,000 bushels per hour, in bulk. 


A sacking plant, located at the downstream end 
of the wharf, contains four sacking scales and has 
a storage capacity of 250,000 bushels of sacked 
grain. 


The entire plant is operated by the Port Com- 
mission under a published tariff and is open to 
all on equal terms. Over 28,000,000 bushels have 
been satisfactorily handled through the elevator 
during a twelve months’ period. 


You'll save time and money by clearing your 
grain shipments through New Orleans. Write for 
full information. Address Room 204. 


NEW ORLEAN 
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ASSOCIATION 
of COMMERCE 


Where production 


costs are lower, 
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revenues expenses 
Chicago & Eastern Illinois— 
1927 13,360,547 10,893,012 
1926 13,228,246 11,449,498 
Cleveland, Cincinnati, Chicago & St. Louis— 
1927 45,419,324 35,103,375 
1926 45,327,808 34,073,908 
Elgin, Joliet & Eastern— 
1927 12,938,363 8,505,353 
1926 18,229,713 8,592,728 
Long Island— 
1927 19,051,169 15,619,894 
1926 18,204,141 14,510,738 
Pennsylvania— 
1927 333,672,038 258,840,163 
1926 336,815,499 269,308,888 
Reading— 
1927 47,373,581 36,733,934 
1926 47,359,487 36,209,851 
Pocahontas Region: 
Chesapeake & Ohio— 
1927 66,979,297 45,800,870 
1926 62,253,492 44,574,393 
Norfolk & Western— 
1927 55,983,850 35,591,334 
1926 54,564,563 34,047,539 
Southern Region: 
, Atlantic Coast Line— 
1927 45,381,248 33,346,814 
1926 538,527,791 35,901,209 
Central of Georgia— 
1927 13,940,550 10,741,257 
1926 15,501,829 12,016,447 
Illinois Central— 
1927 77,215,770 58,422,766 
1926 76,577,676 59,201,605 
Louisville & Nashville— 
192 71,840,586 57,140,829 
192 72,496,273 55,746,640 
Seaboard Air Line— 
: 1927 33,575,734 25,055,857 
: 1926 36,716,720 26,982,227 
Sotthern— 
1927 73,379,407 53,731,757 
1926 76,238,487 54,387,260 
Yazoo & Mississippi Valley— 
1927 12,552,226 10,842,242 
1926 14,857,751 12,070,506 
Northwestern Region: 
Chicago & North Western— 
1927 70,527,721 56,016,292 
1926 172,552,705 57,273,493 
Chicago, Milwaukee & St. Paul— 
1927 74,636,449 63,783,770 
1926 75,260,203 62,614,579 
Chicago, St. Paul, Minneapolis & Omaha— 
1927 12,394,065 10,125,648 
1926 12,516,758 10,474,170 
Great Northern— 
1927 47,784,229 36,413,205 
1926 47,198,051 36,007,001 
Minneapolis, St. Paul & Sault Ste. Marie— 
1927 20,942,583 17,170,047 
1926 21,606,410 17,671,916 
Northern Pacific— 
1927 41,338,867 33,654,620 
1926 44,058,420 34,756,963 
Oregon- Washington R. R. & Navigation Co.— 
1927 12,631,789 10,977,327 
1926 13,684,540 11,111,568 
Central Western Region: 
Atchison. Topeka & Santa Fe— 
1927 96,955,088 71,070,617 
1926 90,457,702 66,152,033 
Chicago & Alton— 
1927 138,887,851 10,861,781 
1926 14,729,488 11,707,498 
Chicago, Burlington & Quincy— 
1927 71,603,911 52,204,051 
1926 74,598,661 55,810,366 
Chicago, Rock Island & Pacific— 
1927 64,596,044 50,300,327 
1926 59,754,464 48,357,285 
Denver & Rio Grande Western— 
1927 14,659,271 11,693,858 
1926 15,106,886 11,355,346 
Oregon Short Line— 
1927 15,464,764 11,798,325 
1926 16,633,393 12,525,361 
Southern Pacific-Pacific Lines— 
1927 102,013,836 74,341,616 
1926 99,852,445 73,048,581 
Union Pacific— 
1927 46,378,494 33,865,251 
1926 48,624,384 35,039,758 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1927 17,047,000 13,731,995 
1926 12,634,191 10,853,176 
Missouri-Kansas-Texas— 
1927 17,160,320 11,681,877 
1926 16,296,449 10,877,315 
Missouri-Kansas-Texas of Texas— 
1927 10,336,301 8,093,660 
1926 9,671,838 7,564,122 
Missouri Pacific— 
1927 60,143,905 49,487,074 
1926 63,722,196 49,776,037 
St. Louis-San Francisco— 
1927 41,271,208 29,521,296 
1926 42,785,967 30,303,564 
Texas & New Orleans— 
1927 33,981,518 29,331,666 
1926 33,190,158 28,947,518 
Texas & Pacific— 
1927 18,415,263 14,367,455 
1926 16,641,544 13,169,360 
*Deficit. 


THE TRAFFIC WORLD 
JUNE OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads, for June and the six 
months ended with June, 1927, and 1926, for the United States 
as a whole, compiled from carrier reports, follow: 


railway ating 
operating ratio 
income Jo 
969,294 8.15 
289,434 86.6 
7,208,771 77.3 
8,052,531 75.2 
2,939,484 65.7 
2,980,829 65.0 
1,500,681 82.0 
1,868,916 79.7 
51,165,065 77.6 
43,701,010 80.0 
8,371,047 717.5 
9,380,869 76.5 
17,868,252 68.4 
15,748,302 71.6 
16,682,262 63.6 
17,638,998 62.4 
8,438,866 73.5 
11,978,758 67.1 
2,348,799 77.1 
2,491,364 77.5 
12,991,178 75.7 
12,354,463 77.3 
ace 79.5 
12,920,764 76.9 
5,842,390 74.6 
5,946,256 73.5 
14,235,045 73.2 
15,709,694 71.4 
263,001 86.4 
1,254,365 81.2 
8,432,843 79.4 
9,801,361 78.9 
3,808,103 85.5 
6,171,467 83.2 
1,186,461 81.7 
1,088,322 83.7 
7,032,835 76.2 
7,022,942 76.3 
1,795,677 82.0 
2,004,561 81:8 
5,752,513 81.4 
7,525,551 78.9 
* 65,201 86.9 
990,081 81.2 
18,073,909 73.3 
16,866,190 78.1 
1,323,348 78.2 
1,360,970 79.5 
11,772,681 72.9 
11,979,906 74.8 
7,835,291 77.9 
5,527,409 80.9 
2,269,286 79.8 
2,972,343 75.2 
1,757,266 76.3 
2,212,213 75.3 
17,781,261 72.9 
17,323,634 73.2 
7,462,275 73.0 
8,800,439 72.1 
1,713,053 80.6 
523,471 85.9 
4,391,745 68.1 
4,394,656 66.7 
900,634 78.3 
792,097 78.2 
5,871,007 82.3 
8,725,790 78.1 
9,778,950 ' 71.5 
10,254,685 70.8 
1,610,119 86.3 
1,263,720 $7.2 
2,232,125 78.0 
2,038,412 79.1 
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1927 1926 
Average number of miles operated....... 238,405.72 237,698.03 
Revenues: 
SUMMERS cM os Gbes. de so-cdhe slat c.0b-cbe he oes $381,975,116 $397,840,611 
Passenger * 85,956,558 T. 92,468,579 
, eee 7,771,774 7,756,964 
SUOCOS £65 000% CeUN Sec cbs 11,117,353 12,741,692 
All other transportation.. 17,646,496 18,230,590 
Ree 11,699,126 11,758,985 
Joint facility—Cr. ........ S. be ow'ed’s ,298,444 1,076,038 
JOint TachHty—Dre ..ccvcecdocsvecese € 434,991 426,176 
Railway operating revenues....... 517,028,876 541,447,283 
Expenses: 
Maintenance of way and structures... 81,636,940 80,195,595 
Maintenance of equipment......... aes 102,079,341 106,462,061 
pO eS ee eee een 10,522,306 902,115 
"EUMMEPOTURUIE odie he es be ccve deo Gpees 174,434,714 175,801,658 
Miscellaneous operations ............. 4,769,973 4,883,534 
|" eR ae i Se 15,997,081 15,922,343 
Transportation for investment—Cr... 1,415,512 1,747,941 
Railway operating expenses...... 388,024,843 $91,419,365 
Net revenue from railway operations.... 129,004,033 150,027,918 
PMUWAY CAD SCCTUGIB ip. ccccds vcccdiecs »580,353 33,203,275 
Uncollectible railway revenues............ 133,307 3,634 
Railway operating income........ 96,290,373 116,721,009 
Equipment rents—Dr. balance............ 6,809,295 7,155,078 
Joint facility rent—Dr. balance........... 2,117,532 2,172,273 
Net railway operating income.... 87,363,546 107,393,658 
Ratio of expenses to revenues (per cent). 75.05 72. 


SIX MONTHS 


Average number of miles operated....... 





1927 
238,269.28 


1926 
237,633.96 


Revenues: 
EAL, vcccves cecbidbhseuesesttedocetn $2,262,745,602 $2,245,233,186 
DED 2 cc oneilnun os fete pilenmeenaes t 478,618,114 § 505,007,689 
ME 60-6d04046 6 Gba> GUN Mildedlbnd ovelal eee 47,098,350 47,457,672 
I cael 2 ai achipnalan aie meat igri inle Wea oh emt ioes 66,807,312 70,294,431 
All other transportation.............. 101,171,417 101,432,367 
IE eiea nerd de dais < wate eee ae se 61,507,997 61,610,203 
JOINS. FRCTUES—ET. |, 5 copie cin.oe ve dceveicce 6,919,433 6,381,155 
SJOUMt) PACH F—— Des occ cc cee ccccitevecese 2,486,528 2,315,484 
Railway operating revenues....... 3,022,381,697 3,035,101,219 
Expenses: 
Maintenance of way and structures... 425,299,174 414,053,005 
Maintenance of equipment............ 621,417,087 641,880,576 
NE ns cach awielow me Ua daks-t:e.6 scalp siore 60,150,983 55,980,087 
NR cccln das bees ¢ coe oe case ee 1,085,222,047 1,079,617,103 
Miscellaneous operations ............. 27,432,265 27,339,763 
ERE EEE A SEL LE 96,133,930 92,788,426 
Transportation for investment—Cr... ,766,497 7,205,576 
Railway operating expenses...... 2,308,888,989 2,304,453,384 
Net revenue from railway operations.... 713,492,708 730,647,835 
Railway Zak ACeruals . . . dcceccdcciciccsccced 185,158,595 183,632,276 
Uncollectible railway revenues............ 781,152 820,178 
Railway operating income. i 527,552,961 546,195,381 
Equipment rents—Dr. balance............ 42,382,919 39,131,194 
Joint facility rent—Dr. balance........... 12,558,992 11,465,720 
Net railway operating income.... 472,611,050 495,598,467 
Ratio of expenses to revenues (per cent). 76.39 75.93 
*Includes $ 3,650,359 sleeping and parlor car surcharge. 
fIncludes $ 3,767,104 sleeping and parlor car surcharge. 
tIncludes $19,716,981 sleeping and parlor car surcharge. 
§Includes $20,040,168 sleeping and parlor car surcharge. 


FARM PRODUCTS BY BOAT FROM N. Y. 


An amendment to the Japanese beetle quarantine, affecting 
the interstate movement by boat from New York City of farm 
products and cut flowers: grown in the infested area, by requir- 
ing inspection and certification of such products, has been issued 
by the Secretary of Agriculture. 


The old regulation provided that “farm products (except 
green sweet or sugar corn and beans in the pod) and cut flowers 
may be shipped interstate from the markets of New York City 
without certification when the routing is such that the shipment 


will not pass through the regulated area of New Jersey.” 


Under 


the amendment, such farm products and cut flowers shipped 
from New York City must be inspected and certified if they have 
been produced in the infested area and are consigned to move 


interstate by boat to uninfested districts. 


Department investigators state that the greatest danger of 
disseminating the Japanese beetle is in shipments of green 


corn and beans. 


cases to be inspected and certified. 


Other fruits and vegetables produced in the infested area 
are prepared for the New York markets in such a manner that 
there is little chance of their carrying an infestation. The object 
of this amendment is to remove the slight chance of the Jap- 
anese beetle being carried some distance to other states by boat 


in the coastwise trade. 





CHANGE IN DOCKET 


Fourth section app. No. 13141, filed by Seaboard Air Line 
Ry., in re petroleum rates between points in Florida, was set 


These products are therefore required in all 


for hearing August 10 in Washington, before Examiner Glover. 
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August 13, 1927 












A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 
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% And every traffic manager knows 

%| the delay and grief incident to set- 

Pe tling overcharge and undercharge 

%| claims resulting from shipping 

pe under rates that have been revised 
ithout his knowledge. 
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The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 





Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
dq copy? 
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The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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| NEW YORK = NEW BRUNSWICK, WJ. 


THE MIDDLESEX TRANSPORTATION CO. 











MIDDLESEX 
TRANSPORTATION CO. 


Operating FAST FREIGHT SERVICE Between 







Steamers Leave NEW YORK DAILY (Except Sundays) 
from PIER 16, NORTH RIVER, Foot of Barclay St., at 3 P.M. 


Telephone Barclay 8576 


eRIDGEWO0D 


PRINCETON 


Steamer Connections Made with and Freight Delivered to Leading 
Water Lines in New York Harbor 


Prompt and Reliable Service Guaranteed 


Also operate DAILY EXPRESS AUTO SERVICE 
Between Camden, Elizabeth, Jersey City, 
Newark, New Brunswick, Rahway, 
Trenton, Philadelphia 


And the following cities in New Jersey: 


Arlington ......N. J. | Harrison Perth Amboy...N. 
Bayonne ....... N. Highland Park.. a eg 
Belleville ......N. htstown ... infield .... 
Bloomfield .... Be sees 


zzz zzz 
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Ridgefield . 
Ridgefield Park. 


Ziziz'z 


Scuth Orange. . 
South River.. 

Springfield ... 
Summit ........ 


Montclair .... 
Morristown ... 
Metuchen .... 
Mt. Holly.... 
Newark 

New Brunswick.N. 
North Bergen. . : 


iivivininiininin 


Weehawken .. 
Westfield ..... 
West Hoboken.. 
West Moree ‘poem 
Woodbrid: 


West Suen. eae 
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Hackensac 





TERMINALS 
TRENTON, J. 
Anchor Warchouse Co. 
New York & Olden Ave. 


Phone 3509 & 3562 
NEWARK, N. NEW BRUNSWICK, N. J. 
General Ranie Warehouse Co. Main Office 
68 ercial Street Foot Hamilton Street 
Phone MARKET 3384 Phone 401-410 





PHILADELPHIA, PA. 
Philadelphia Local Exp 
1004 Spring Garden 8 Street 
Phone + apy 





































































































No. 


No. 


No. 


Noa. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 










Digest of New Complaints 


19470. Sub. No. 2. Aaron Poultry & Egg Co., Chicago, IIl., vs. 
ia. tee oe Oe Oe 

Unreasonable rates and charges on eggs and butter, and mixed 
carloads of eggs, butter and dressed poultry from Wichita, Hutch, 
inson, Kiowa and Arkansas City, Kans., and other points to Key 
West, Fla., for export. Asks rates for future and reparation. 

19414. Sub. No. 5. Caruso, Rinella, Battaglia Co., Inc., Sche- 
nectady, N. Y., vs. Norfolk Southern et al. 

Rates in violation of sections 1, 3 and 4 of the act, on potatoes 
from points in Virginia and North Carolina to eastern and east- 
ern interior points. Asks rates for future and reparation. 

19414. Sub. No. 6. Caruso, Rinella, Battaglia Co., Inc., vs. Same. 

Rates in violation of sections 1, 3 and 4 of the act, on potatoes 
from points in North Carolina and Virginia to eastern points. 
Asks rates for future and reparation. 


- 19414. Sub. No. 7. Caruso, Rinella, Battaglia Co., Inc., vs. Same. 


Rates in violation of sections 1, 3 and 4 of the act, on potatoes 
from Virginia and North Carolina points to eastern points. Asks 
rates for future and reparation. 


- 19647. Sub. No. 1. H. B. Hunter Co., Norfolk, Va., vs. New Haven 


et al. 
Unreasonable rate on cocoa powder from Stamford, Conn., to 
Norfolk, Va. Asks reparation. 


. 19765. This is an application of P. E. Jepson et al. for certificate 


of public convenience and necessity requiring Chicago, Burlington 
& Quincy to connect its branch line between Sedan, Ia., and 
Elmer, Mo., with its main line from Kansas City and St. Joseph 
to St. Louis and Chicago, by an extension from said branch line to 
the main line at or near Macon, Mo. 

19863. New York Wire Cloth Co., New York, N. Y., vs. Penn- 
sylvania et al. 

Unreasonable rate on plain steel wire from Cleveland, O., to 
East York, Pa. Asks rate for future and reparation. 
ar Jackson Brewing Co., New Orleans, La., vs. Florida East 
oast. 

Rates and charges in violation of sections 1, 6 and 15 of the 
act, on empty beverage bottles returned from Lake Worth, Fila., 
to New Orleans, La. Asks reparation. 


. 19865. Turner Marble & Granite Co., Tampa, Fla., vs. A. C. L. 


et al. 

Charges in violation of sections 1 and 6 of the act, on rough 
sawed marble slabs from Pinkmar, Tenn., to Tampa, Fla., on 
rough marble from Canton, Ga., to Tampa, Fla., on marble from 
Tate, Ga., on rough sawed marble from Knoxville, Tenn., and 
on building stone from Rockwood, Ala., to Tampa. Asks rates 
for future and reparation. 


. 19866. Southern Glass Co., Los Angeles, Calif., vs. Southern Pa- 


cific et al. 

Unreasonable rates and charges on glass bottles from Los 
Angeles, Calif., to El Paso and Waco, Tex., and Jaynes, Ariz. 
Asks reparation. 


oar aed Construction Co., Leesburg, Fla., vs. C. C. C. & St. 
. et al, 

Charges in violation of sections 1 and 6 of the act, on locomotive 
crane and parts from Champaign, IIll., to Umatilla, Fla. Asks 
rates for future and reparation. 


- 19868. Southern Traffic & Audit Association, Galveston, Tex., vs. 


M.-K.-T. et al. 
Illegal charges on brick and tile from Akron, O., to Texas City, 
Tex. Asks refund. 


. 19869. Dixie Creameries, Inc., Shreveport, La., vs. L. & A. 


Rate in violation of first threé sections of the act, on ice from 


Shreveport, La., to Hope, Ark. Asks reparation. 
P a — Hauling & Rigging Co., Inc., Tampa, Fla., vs. A. 
5 et al. 
Charges in violation of sections 1 and 6 of the act, on locomotive 
crane and parts from Elyria, O., to Tampa, Fla. Asks rate for 
future and reparation. 


Rah Gilitiand Oil Co. of New Mexico, Roswell, N. M., vs. Santa 
e et al. 

Unreasonable rates and charges on wrought iron pipe from 
Hominy, Okla., to Albuquerque, N. M. Asks rates for future and 
reparation. 

19872. King Lumber Co., Thomaston, Ala., vs. L. & N. et al: 

Rates in violation of sections 1 and 6 of the act, on lumber 
from Linden, Ala., to Marion, O., diverted to Marion, Ind. Asks 
reparation. 

Py nee Iron & Steel Works, Portland, Ore., vs. S. P. 
. et al. 

Alleges overcharge on structural steel from Portland, Ore., to 

Post Falls, Idaho. Asks refund. 


. 19874. Swift & Co., Chicago, IIll., vs. Santa Fe et al. 


Rates in violation of section 6 of the act, on dressed poultry 
from Hutchinson and Wichita, Kans., to eastern points. Asks 
reparation. 


- 19875. Lehigh Portland Cement Co., Allentown, Pa., vs. Graham 


County R. R. et al. 

Illegal charges on cement from North Birmingham, Ala., to 
Robbinsville, N. C. Asks refund. 
19876. The New England Milk Rate Committee et al., Ellington, 
Conn., vs. B. & A. et al. 

Rates and charges in violation of sections 1, 3, 16 and 20 of 
the act, on milk, cream and other dairy products between points 


- in New England states, New York and Canada, including also 


tariff provisions whereby carriers attempt to exempt themselves 
from liability for return of empty cans and containers. Asks 
relief for future and reparation. 

19877. Cotton Mill Products Co., Mobile, Ala., vs. A. G. S. et al. 

Rates in violation of sections 1, 2 and 3 of the act, on cotton 
fabrics and piece goods, any quantity, from Mobile, Ala., to 
eastern cities. Asks rates for future. 

19878. Better Bedding Alliance of America, Chicago, IIl., vs. 
Santa Fe et al. 

Freight classification ratings on mattresses, L. C. L., in violation 
of sections 1 and 3 of the act, subjecting manufacturers and 
shippers of mattresses in Official Classification, Western Classi- 
fication and Illinois Classification territories to undue and un- 
reasonable prejudice and disadvantage, in that ratings from, to 
and between points governed by the Southern Classification and 
ratings applicable on intrastate movements in various states 
such as Arkansas, Louisiana and Texas are on the basis of first 
class, as against rating on one and one-half times first class as- 
sailed. Asks ratings for future. 
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No. 19879. Texas Sugar Refining Co., Texas City, Tex., vs. Beau- 
mont, Sour Lake & Western et al. 

Rates and/or charges in violation of first three sections of the 
act, on sugar, carloads, from Texas City, Tex., to Idabell, Broken 
Bow, and Valliant, Okla ., to extent they exceeded those accruing 
under Scale II as prescribed in Memphis Southwestern Investi- 
gation, 77 I. C. C. 473, for respective distances from Texas City 
to destination L ponte. Asks rates for future and reparation. 

No. 19880. J. B. McCrary Co., Atlanta, Ga., vs. Pennsylvania et al. 

Unreasonable rates, charges and rating on leadite from Smyrna, 
ee and Pembroke, Pa., to Travellers Rest, S. C. Asks repara- 
tion. 

No. 19881. Kingan & Co., Indianapolis, Ind., vs. C. C. C. & St. L. et al. 

Unreasonable rates and minimum per car charges on fresh 
meat, packing house products and other commodities in peddler 
ear service from Indianapolis, Ind., to points in Michigan, IIli- 
nois, Indiana, Ohio, West Virginia and Maryland. As rates 
and minimum car charges for future and reparation. 

19882. A. Marx & Sons, Inc., New Orleans, La., vs. Yazoo & 
Mississippi Valley et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on scrap lead from North Baton Rouge, La., to Atlanta, Ga. 
Asks cease and desist order and reparation. 

No. es Lone Star Gas Co. et al., Dallas, Tex., vs. C. R. I. & G. 
et a 

Unreasonable rates on wrought iron or steel pipe, couplings and 
meter service boxes between points in Oklahoma and Texas. Asks 
rates for future and reparation. 

No. 19884. Beatrice Creamery Co., Chicago, Ill., vs. Santa Fe et al. 

Unreasonable rates on butter from Denver, Colo., to Los An- 
geles, San Francisco, San Diego and other California points. Asks 
rates for future and reparation. 

No. an ge le nes Steel Locker Co., Aurora, Ill., vs. New York Cen- 
tral et al. 

Unreasonable rate on sheet steel from Newton Falls, O., to 
Aurora, Ill. Asks rate for future and reparation. 

No. 19886. Graff-Kittanning Clay Products Co., Worthington, Pa., vs. 
Atlantic City R. R. et al. 

Rates in violation of sections 1 and 3 of the act, on sewer pipe 
from Craigsville, Pa., to — in New England states, New 
Jersey, Delaware, Maryland and that portion of New York and 
Pennsylvania east of the western termini of Eastern Trunk Line 
territory, except points on the B. R. & P. Asks rates for future. 

No. 19887. Allendale Grocery Co., Allendale, S. C., vs. A. C. L. et al. 

Rates and charges in violation of sections 1, 3 and 4 of the 
act, on baled hay from points in New York, Pennsylvania, Mary- 
land, Vermont, and Canada to Allendale, S. C. Alleges Bamberg, 
Orangeburg, Columbia, Beaufort and Charleston, S. C., and Augus- 
ta and Savannah, Ga., are preferred. Asks rates for future and 
reparation. 

No. 19888. Tobacco Foil Co., Richmond, Va., vs. R. F. & P. et al. 

Unreasonable rates and charges on lead dross and scrap pig 
lead from Richmond, Va., to Baltimore, Md., Philadelphia, Pa., 
Newark, N. J., and New York, N. Y. Asks rates for future and 
reparation. 

No. 19889. Dexter Sulphite Pulp & Paper Co. et al., Dexter, N. Y., vs. 
BR. 2. Ge oO ah 

Rates and charges in violation of sections 1 and 3 of the act, 
on wrapping paper and paper bags from Dexter, N. Y., to points 
in C. F. A. territory. Asks rates for future and reparation. 

No. 19890. U. S. Phosphoric Products Corp., New York City, vs. Butte, 
Anaconda & Pacific et al. 

Rates in violation of sections 1 and 3 of the act, on phosphate 
rock, acidulated, from East Tampa, Fla., to all destinations in 
Ohio, Indiana, Michigan, and Illinois, as compared with rates 
from Anaconda, Mont., to points in Ohio, Indiana, Michigan and 
Illinois. Asks cease and desist order and relief for future. 

No. 19891. The Carter Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates on natural gasoline in tank cars from points 
in oe to Charleston, S. C. Asks rates for future and rep- 
aration. 


No. a Phoenix Horse Shoe Co., Chicago, Ill., vs, C. C. C. & St. L. 
et al. 

Rates or charges in violation of sections 1 and 4 of the act, on 
horse shoes, and toe calks from Cleves, O., to Springfield, Mo. 
Asks rates for future on horse, mule and ox shoes and toe calks, 
and reparation. 

No. ~— The Jos. Gentile Co., Cincinnati, O., vs. Central of Georgia 
et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on peaches from Summerville, Ga., to Jamestown, N. Y. Asks 
reparation. 

‘No. 19894. Standard Mfg. Co., Appleton, Wis., vs. Ann Arbor et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on wire nails, woven wire fencing and barbed wire from Mon- 
cenen, Pa., to Appleton, Wis. Asks rates for future and repara- 
tion. 

No. 19895. The Nuckolls Packing Co., Pueblo, Colo., vs. Santa Fe et al. 

Unreasonable and unlawful rates and charges for replenishing 
of ice in connection with shipments of meat from Pueblo, Colo., 
to points in New Mexico. Asks charges for future and repara- 


tion. 
No. 19896. Fitch & Wilkinson et al., Jacksonville, Fla., vs. Seaboard 
Air Line et al. 

Charges in violation of first four sections of the act, on onions, 
without tops, from San Francisco and other California points to 
Jacksonville, Fla. Asks rates for future and reparation. 

No. 19897. The Builders’ Association of Kansas City, Mo., Inc., v8. 
Cc. B. & Q. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on rough stone “or stone sawed on four sides or less’’ from the 
Bedford, Ind., group to Kansas City, Mo.-Kans. Asks rates for 
future and reparation. 

No. 19898. Western Carolina Shippers’ Association et all} Asheville, 
N. C., vs. Asheville Southern et al. 

Rates in violation of sections 1, 3 and 4 of the act, on cast iron 
ee from Anniston, Bessemer, Birmingham, North Birmingham, 
Ala., and Chattanooga, Tenn., to Asheville, Azalea, Biltmore, and 
other North Carolina points. Asks rates for future and reparation. 

No. 19899. Armour and Co. et al., Chicago, Il., vs. Santa Fe et al. 

Unreasonable rates on fresh meat from Fort Worth, Tex., Okla- 
homa City, Okla., and East St. Louis, Ill., to points in Eastern 
aude, Lane and New England territories. Asks reparation of 

No. tent. Armour Fertilizer Works, Chicago, Ill, vs. A. C. & Y. 
e 4 

Unreasonable rates and charges on fertilizer and fertilizer ma-~ 
terials, from every point in C. F. A. territory, including South 
Bank Ohio River points, to every other point in said territory, and 
on acid phosphate and phosphate rock from Columbia, Mt. Pleasant 
and Siglo, and other producing as in Tennessee to complain- 
ant’s manufacturing plants in C. F. A. territory, to the extent 
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To Save Time, Labor and Prevent Errors 





Size of book 1444’ x 114%" x14’ 


VS*® LEO FEIT’S UNIVERSAL 


CALCULATOR 


of multiplications and divisions. 


Contains 528 pages and over 500,000 results 
of multiplications and divisions. Pages index- 
tabbed with strong, durable linen tabs, with 
page numbers printed on both sides of tabs. 


tions on the particular kind of work 
you desire to try it out. 


Indispensable to Accountants, Bookkeepers, Clerks, Shippers and Receivers of Freight, 
Railroads, Manufacturers, Wholesalers, Banks, Contractors and Others. 


PUBLISHED BY 


THE LEO FEIT PUBLISHING COMPANY 


701-706 Park Building 


“Exactly the Reports 
We Need”’ 


CLEVELAND, OHIO 


‘T-S-C 


SERVICE. 


Rendering traffic service to industry, large and small, for 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 


Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 


Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 


Service Department 
310 Mills Building Washington, D.C. 


A short-cut method of finding results 


EASY, QUICK AND ACCURATE 
Always Ready for Use. No Parts to Get Out of Order 


Send for sample page together with instruc- 
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Pennsylvania. 


and vegetables, carloads, from Columbia, Tenn., 
Georgia and Florida. Asks rates for future. 


Okla., vs. M.-K.-T. of Texas et al. 


aration. 


et al. 


Calif. Asks rates for future and reparation. 
Reading. 

bridge, N. J. Asks rate for future and reparation. 
N._C., vs. A. C. L. et al 


and reparation. 


Tulsa, Okla. Asks reparation. 
Cc. & St. L. et al. 


Shops, O. Asks reparation. 
Ste. M. et al. 


anite from Westerly, R 
is. Asks rates for future and reparation, 


ern Pacific. 


this Docket will be noted elsewhere. 


ee 18—Washington, D. C.—Examiner Kephart: 
aluation No. 1 —In re tentative valuation of the 
the New York Central R. R. et al. 
Valuation No. 264—In re tentative valuation of the 
the C. C. C. & St. L. Ry. et al. 
Valuation No. 547—In re tentative valuation of the 
the C. K. & 8S. Ry. 
Valuation No. 564—In re tentative valuation of the 
the Mich. Cent. R. R. et al. 
Valuation No. 573—In re tentative valuation of the 
the Detroit Terminal R. R. 
Valuation No. 600—In re tentative valuation of the 
the Kanawha & West Virginia R. R. 
Valuation No. 909—In re tentative valuation of the 
the T. & O. C. R 


Kanawha & Michigan Ry. et al. 

Valuation No. 910—In re tentative valuation of the 
the Zanesville Terminal R. R. 

Valuation No. 919—In re tentative valuation of the 
the Cincinnati Northern R. R. 

Valuation No. 922—In re tentative valuation of the 
the Zanesville & Western Ry. 

Valuation No. 945—In re tentative valuation of the 
the Lansing Manufacturers R. R. 

Valuation No. 951—In re tentative valuation of the 
the D. T. & M. R. R. 

Valuation No. 965—In re tentative valuation of the 
the Battle Creek & Sturgis Ry. 

Valuation No. 978—In re tentative valuation of the 
Lake Erie & Eastern Ry. 

Valuation No. 983—In re tentative valuation of the 
the Chicago Junction Ry. 

Valuation No. 988—In re tentative valuation of the 
the New Jersey Junction R, R. 

Valuation No. In re tentative valuation of the 
the Pittsburgh & Lake Erie R. R. et al. 

Valuation No. 1012—In re tentative valuation of the 
the Gary & Western Ry. 

Valuation No. 1047—In re tentative valuation of the 
the Chicago River & Indiana R. R. 

Valuation No. 1049—In re tentative valuation of the 
the Indiana Harbor Belt R. R. 


Aug 18—Washington, D. C.—Examiner Hendon: 
a 




























































































the Chicago & Calumet River Railroad Company. 
—— 19—New York Y.—Director Mahaffie: 











H. R. R. for authority to issue 490 














August ae agg D. C.—Examiner Walton: 
aluation No. 1 i 
the Peoria & Pekin Union Ry. 


August 23—Washington, D. C.—Examiner Johnston: 














Millers Creek R. R. 








No. 19908. J. R. Forner, Tulsa, Okla., vs. Missouri Pacific et al. 
Unreasonable rates on structural steel from Speedway, Mo., to 


properties 
properties 
properties 
properties- 
properties 
properties 
properties 


properties 
properties 
properties 
properties 
properties 
properties 
properties 
properties 
properties 
properties 
properties 
properties 


properties 


lL. Dkt. No. —In re tentative valuation of the property 


they exceed 75 per cent of the present gy rates. Asks 
rates for future and consolidation with No. 15912 and related 


No. 19902. West Virginia Pulp & Paper Co., New York, N. Y., vs. 
Rates in violation of sections 1, 3 and 4 of the act, on rock 


salt from Halite, N. Y., to Tyrone, Pa. Asks establishment of 
rate found reasonable in Eastern Salt Cases, 122 I. C. C. 21, and 


reparation. 
No. 1 . J. W. Gillaspie, doing business under name of Columbia, 
Canning Co., Columbia, Tenn., vs. N. C. & St. L. et al. 


Rates in violation of sections 1 and 3 of the act, on canned fruits 
to points in 


No. 19904. Joseph Davis, doing business as Joseph Davis Co., Tulsa, 


Unreasonable rate and charges on wrought iron pipe from 
Bryant, Okla., to Navarro, Tex. Asks rates for future and rep- 


No. 19905. Valley Electrical Supply Co., Fresno, Calif., vs. Santa Fe 


Rates in violation of sections 1 and 6 of the act, on ‘‘Everhot 
Combination Cookers” (electric stoves) from Toledo, O., to Fresno, 


No. 19906. Woodbridge Ceramic Corporation, Woodbridge, N. J., vs. 
Unreasonable rate on clay from Philadelphia, Pa., to Wood- 
No. 19907, Western Carolina Shippers’ Association et al., Asheville, 
Rates in violation of sections 1, 3 and 4 of the act, on iron and 


steel articles from Buffalo, N. ¥., and points taking same rates 
and Pittsburgh, Pa., to Asheville, N. C. Asks rates for future 


No. 199098. S. J. Peabody Lumber Co., Columbia City, Ind., vs. N. Y. 


Charges in violation vf first three sections of the act, on piling 
from Arnolds and other Indiana points to Cleveland, and Brewster 


No. 19910. Montello Granite Co., Montello, Wis., vs. M. St. P. & S. 


Charges in violation of first four sections of the act, on rough 
. L, and East Lyme, Conn., to Montello, 


No. 19911. Manufacturers’ Association of Chicago Heights on behalf 
American Manganese Steel Co., Chicago Heights, Ill., vs. South- 


NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 


of 
of 
of 
of 
of 
of 
of 


y- ; 
Valuation No. 620—In re tentative valuation of the properties of the 


of 
of 
of 
of 
of 
of 
of 
of 
of 
of 
of 
of 
of 


of 


N. 
nance No. 6441—In the Matter of Application of N. Y. N. H. & 
. 367 shares of 7 per cent cumu- 
lative preferred stock and to issue from time to time 490,367 shares 
of common stock in exchange for the preferred stock. 


n re tentative valuation of the property of 


aluation No. 1002—in re tentative valuation of the property of 


No, 19912. Armour and Co. et al., 


Au 
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Unreasonable rates on manganese scrap from Miami, Ariz., 
to Los Angeles and/or Oakland, Calif. Asks rates for future. 
Chicago, Ill., vs. Santa Fe et al. 

Illegal and unreasonable charges on dressed poultry from Hutch- 

inson, Wichita, Kans., and other points to points in New York, 

—— Maryland and other states. Asks reparation of 


$10,000. 
No. 19913, Sweeney, Lynes & Co., Boston, Mass., vs. A. C. L. et al. 


Rates in violation of first three sections of the act, on straw- 
berries from Chadbourn and other North Carolina points to Bos- 
ton, Mass. Asks rates for future and reparation. 


No. 19914. Huey & Philip Hardware Co, et al., Dallas, Tex., vs. A. 


& V. et al. 

Unreasonable rates on stoves and ranges and iron holloware 
and stove furniture, from points set out in Southwestern Lines’ 
Territorial Directory 1 to Dallas, Waco and other Texas points. 
Asks rates for future and reparation. 


No. 19915. M. H. Kilpatrick, Carrollton, a) N.. oe, Coe et. LL. 
as 


Illegal demurrage charges on lumber at St. Louis, Til, Asks 


refun 


No. 19916, Standard Lumber Co., Birmingham, Ala., vs. C. C. C. & St. 


L._et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on ee from Columbia, Miss., to Rockwood, Mich. Asks rep- 
aration. 


No. 19917. Dallas Cotton Exchange et al., Dallas, Tex., vs. Santa Fe 


et al. 

Rates, rules and practices in violation of sections 1 and 3 of 
the act, on cotton. Asks order commanding defendants to cease 
and desist from violations of the act and put in force and apply 
in the future to transportation of cotton from points in Oklahoma 
onigemans on and/or routed via the Rock Island, C. R. I. & G., 
Midland Valley, Ft. Smith & Western,’ Frisco, St. Louis, San 
Francisco & Texas, and Texas, Oklahoma & Eastern, and destined 
to points in New England states via Gulf routes, rates that have 
been prescribed in 87 I. C. C. 392, subject to transit privileges 
ordinarily accorded cotton shippers. 


No. 19918. illiam W. Wheelock and William G. Bierd, as receivers of 


the Chicago & Alton, vs. Toledo, Peoria & Western. 

Complainants allege that defendant has demanded increase from 
$20,500 to $50,000 a year as compensation for use of defendant’s 
line between Washington, Ill., and Peoria, Ill., or that rental be 
computed on basis of $2 per car hauled over the track which would 
have made the rental $86,000 in 1926, Allege further that because 
of inability to reach an agreement on rental complainants will 
be excluded from use of the track unless Commission intervenes 
and that exclusion will mean that all of C. & A interstate and 
intrastate freight and passenger service from the north to, from 
ee will be suspended. Asks order permitting use of 
rack, etc. 


Docket of the Commission 





August 24—Washington, D. C.—Examiner Macomber: 
Valuation No. 1065 in 


re tentative valuation of the properties of 
the Massena Terminal R. R 


August 24—Washington, D. C.—Examiner Walter: 


aluation No. 976—In re tentative valuation of the. property of 
the Alabama, Tennessee & Northern Ry. 


—- 26—Washington, D. C.—Examiner . Davis: 


nance No. 6422—In re joint application of Colorado and Southern 
Ry. Co. and Fort Worth and Denver City Ry. Co. for authority 
to the former to acquire control of the Fort Worth and Denver 
South Plains Ry. Co. by purchase of capital stock, and to the 
latter to acquire control by lease of the railroad of the Fort 
Worth and Denver South Plains Ry. Co. 
ust 29—Chicago, Ill—Examiners Stiles and Parker: 
19000-—-Rate Structure Investigation—Part 9—Live stock, western 
district rates. 
a a National Live Stock Assn. et al. vs. A. T. & S. 
, ey. Ot al. 
. 2 B . 2917—Livestock from Western points to Chicago-Milwaukee 
erritory. 
15565—-Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
le te National Live Stock Assn. et al. vs. A. T. & S. 
. Ry. e q 
os ee = mee City Live Stock Exchange et al. vs. A. T. & S. F. 


Ry. et al. 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
19068—Northwestern Live Stock ontogeny League vs. G. N. et al. 
19426—Clayton & Murnan et al. vs. O. S. L. R. R. et al. 
19736—CCudahy Packing Co. vs. O. S. L. R. R. et al. 


September 6—Nashville, Tenn.—Examiner McChord: 
* 19579 (and Sub. 1)—Travis Smith et al. vs. N. C, & St. L. Ry. 


September 6—Fort Worth, Tex.—Director Mahaffie: 


inance No. 5798—In re application of Ardmore, Vernon & Lub- 
bock Ry. Co. for authority to construct a line of railroad from 
Ardmore, Okla., to Lubbock, Tex. 


September 6—Washington, D. C.—Examiner Quimby: 


Valuation No. 897—In re tentative valuation of the properties of 
the Wabash Ry. et al. 

Valuation No. 776—In re tentative valuation of the property of the 
New Jersey, Indiana & Illinois R. R. 


‘ 
September 6—Estes Park, Colo.—Commissioner Hall and Examiner 
8s: 


Ames: 
14968—Victor-American Fuel Co. et al. vs. D. & S. L. R. R. et al. 
ember 7—Pocomoke City, Md.—Examiner Barron: 


* 19639—Peninsular Produce Exchange vs. B. C. & A. Ry. et al. 


September 7—Chica Ill.—Examiner Howell: 
* J, and S. No. 294 illwork from points in Wisconsin to points ip 


Central territory. 


Sa 7—Lansing, Mich.—Michigan Public Utilities Commission: 


inance No. 6355—Application of Mineral Range R. R. Co. for au- 
thority to abandon a portion of its line. 


September eae | .—Examiner Boat: 


Tl 
ourth Section Application 2040 et al. 


Copeeber 7—Atlanta, Ga.—Examiners Money and Esch: 


Rate Structure Investigation, Part 8—Cottonseed, it prod- 
ucts and related articles. 
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ern Texas in THE SABINE 
DISTRICT, offers many im- 
portant industrial advantages. 


BEAUMONT is a city of diversi- 
fied interests. It does not depend 
for its prosperity upon any one in- 
dustrial activity, but ranks as an 
important center in oil refining, 
lumber, rice, oil production, ship- 
ping, agriculture and in many lines 
of manufacture. 


Industries: BEAUMONT has more 
than a hundred large industries, em- 
ploying over 5,000 men, and main- 


taining a monthly pay roll of $650,- 
000. 


Shipping: Having completed a 
thirty-foot channel to the sea, 
BEAUMONT attained a port ton- 
nage, in 1926, of 6,473,864 tons. 


5 onthe e situated in south- 
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BEAUMONT 


A Thirty-foot Channel to the Sea 





K.C.S. and T. & F. S. Station 
Beaumont, Texas 


During that year its sailings 
totaled 550. 


Bank Deposits: In March, 
1927, totaled $26,015,470.28. 


Population : Estimated 65,000. 


Railroads: BEAUMONT is 
served by four large trunk 
lines providing excellent serv- 
ice to and from all parts of 
the United States. 


For Further Information Write 
Beaumont Chamber of Commerce 


Kansas City Southern Railway Company 


(Texarkana and Fort Smith Railway Company) 


“A Thirty-foot Channel to the Sea”—550 Shippings in 1926 
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Tee Aetane Cotton Seed Crushers’ Assn. vs. C. R. I. & P. Ry. 


et al. 
19088—The Blanton Co. vs. A. & V. Ry. et al. 
19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—-The Southern Cotton Oil Co. vs. I. C. R. R. et al. 
19165—The Procter and Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. 1)—California-Arizona Ginners’ and Crushers’ Assn. 
et al. vs. Apache Ry. et al. 
ee Cotton Seed Products Corp. et al. vs. A. & V. Ry. 


19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. ® 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et = 
19307—-National Cotton Seed Products Corp. vs. A. & N. W. R. R. 


et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W R. R. et al. 
19533—-East St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 
19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 
19642—Elberton Oil Mills vs. Virginia & Car. Sou. R. R. et al. 
19804—National Cotton Seed Products Corp. et al. vs. I. C. et al. 
19838—Frederick Cotton Oil Co. et al. vs. M.-K.-T. R. R. et al. 
1. & S. 2820—Vegetable Oils and related articles in Official Classi- 
~——. territory. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central,, Eastern and Southern territories. 
1. & S. 2884—Vegetable Oils and Oil Foods from Texas to Ft. Wayne, 

/. and Buffalo, N. Y. 
1.&S 2926—Vegetable Oils in oy Classification territory. 
14594— American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—-Spencer Kellogg & Sons vs. a "R. & P. Ry. et oe 
15425—International Vegetable Oils Co. et al. vs. A. & R. R. et al. 
—_. (and Sub. Nos. 1 to 3, incl.)—Armstrong Packing Go vs. A. 
& 8S. Ry. et al. 
16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. R. R. 


et al. 
17270 (and Sub. 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
R. R. et al. 
17339—C. F. Simonins’ Sons vs. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., — vs. A. & S. Ry. et al. 


er genome Cotton Seed ‘Crushers’ Assn. vs. A. C. & Y. Ry. 
= Cotton Seed Crushers’ Assn. et al. vs. A. & R. R. R. 


19166 interstate Cotton Oil Refining Co. vs. C. B. & i. ~. R. et al. 
18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N ; oe 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. R. R. et al. 

September 7—Boston, Mass.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


a ae we 7—Memphis, Tenn.—Examiner McChord: 
. & S. 2951—Chairs and chair stock from Boston, Mass., to Mem- 
* phis, Tenn. 


September ag gm D. C.—Examiner Weems: 
* 17704—G. W. trading as Harp and Company, 
Carter & Harp o. vs. S. A. L. Ry. 
September 8—Portsmouth, O.—Examiner Johnson: 
* 19638—Chamber of Commerce of Portsmouth, O., vs. N. & W. Ry. 


September 8—Pittsburgh, Penn.—Examiner be wre @ 
* 19560—Berney Bond Glass Company vs. B. & A. R. R. et al. 
* 19724—McClain Sand Company vs. Monongahela Ry. et al. 


aw ee 8—Chicago, Ill.—Examiner Howell: 
* 1, & S. No. 2936—Petroleum from Chicago, Ill., and St. Louis, Mo., 
groups to Mississippi Valley points. Portions of Fourth Section 
App. Nos. 1613 et al., filed by Agent A. D. Hall et al. 
September 8—Washington, D. C.—Examiner Potter: 
Valuation No. 1013—In re tentative valuation of the property of the 
Illinois Northern Ry. 


September 8—Kansas City, Mo.—Examiner Brown: 
1. & S. 2941—Asphalt and petroleum road oil from South Pacific 
Coast Territory and intermediate points to Kansas City and St. 
Louis, Mo., Transcontinental. 
September 9—Washinegton, D. C.—Examiner ie 
*.19799—-Middle Creek Coal Co. et al. vs. B. & O. 
ae 9—Easton, Pa.—Examiner Barron: 
* 19622—Western Paper Makers Chemical Co. vs. A. C. L. R. R. et al. 
* 19782—Empire Size & Chemical Corp. vs. A. B. & C. R. R. et al. 
September 9£Memphis, Tenn.—Examiner McChord: 
ilies xs (and Sub. Nos. 1 and 2)—William Fraser, Jr., 


L. R. R. et al. 
* 18165-—Wiiliagn Fraser, Jr., Inc., vs. I. C. R. R. et al. 
vs. D. L. & W. R. R. et al. 


successors to 


SR. et al. 


Inc., va. A. 


* 18016—Wm. Fraser, Jr., 


September 9—Chicago, Ill.—Examiner Howell: 
* 1. & S. 2918 (and Ist, 2nd and 8rd supplemental orders)—Tolerance 
allowance on weighing and reweighing of empty and loaded cars. 
* 1. & S. 2918 (4th supplemental order)—Tolerance allowance on weigh- 
ing and reweighing of empty and loaded cars. 
Se tember 9—Elmira, N. Y.—Examiner Brennan: 
9615—George T. Thompson et al. vs. B. R. & P. Ry. et al. 


September 9—Kansas City, Mo.——Examiner Brown: 
* |, & §S. 2943—Restriction of combination rule on sand between 
Kansas City, Mo., and points in Kansas and Missouri. 
September 9—Norfolk, Va.—Examiner Fuller: 
*1. & S. No. 2960—Lighterage or Transfer of cottonseed or other 
vegetable oils in New York Harbor when from southern territory. 
Se tember 9—Pittsburgh, Pa.—Examiner Williams: 
9776 (and Sub. No. 1)—Carnegie Steel Company et al. 
R. R. et al. 
September 9—Muskogee, Okla.—Examiner Maidens: 
* 19370—Merchants’ and Manufacturers’ Traffic Bureau et al. vs. Ark. 
& La. Mo. Ry. et al. 
* 19443 (and Sub. No. 1)—Merchants’ and Manufacturers’ Traffic Bu- 
reau et al. vs. K. O. & G. Ry. et al. 


September 9—Chicago, Ill—Examiner Boa 
e-4 Section Application No. 13061, an filed by B. T. Jones, 


Fourth “Section Application No. 13071, filed by B. T. Jones, agent. 
Se tember 10—Terre Haute, Ind.—Examiner Johnson: 
9653—Interstate Sand & Gravel Co. vs. Wab. Ry. et al. 
Se tember 10—Terre Haute, Ind.—Examiner Johnson: 
9834—-Terre Haute Chamber of Commerce vs. A. & W. Ry. 
September 10—Muskogee, Okla.—Examiner Maidens: 
* 19445—Mid-West Fruit Company vs. G. C. & S. F. Ry. et al. 
September 12—Kansas City, Mo.—Examiner Brown: 
* 19583—United Clay Products Corp. vs. A. & S. Ry. et al. 


vs. Penn. 


et al. 
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September 12—Columbus, Miss.—Examiner McChord: 
* 19760—Columbia (Miss.) Chamber of Commerce vs. I. C. R. R. et al. 


September 12—New York, N. Y.—Examiner Barron: 

* 17607—John A. Fiero et al. vs. Penna. R. R. 

September 12—Erie, Pa.—Examiner Williams: 

* 17035—Erie Bolt & Nut Co. et al. vs. B. & O. R. R. et al. 
hearing, solely on question of reparation). 

September 12—Austin, Tex.—Examiner Walsh: 

* ee Glass Co. vs. A. T. & S. F. Ry. et al. (further hear- 
ng). 

September 12—Detroit, Mich.—Examiner Brennan: 

* 19444Detroit Chemical Works vs. B. & O. R. R. et al. 

* 19600—Wilson Foundry & Machine Co. vs. A. A. R. R, 

September 12—Washington, D. C.—Examiner Faris: 


* Val. Dkt. No. 1031—In re tentative valuation of the property of the 
Seaboard Air Line Ry. et al 


(further 


et al. 


* Val. Dkt. No. 607—In re Savannah & Statesboro Ry. Co. 

* Val. Dkt. No. 649—In re Charlotte, Monroe & Columbia R. R. Co. 
* Val. Dkt. No. 681—In re Tampa Northern R. R. = 

* Val. Dkt. No. 687—In re Tampa & Gulf Coast R. Co. 

* Val. Dkt. No. 1015—In re Raleigh and Charleston Re R. Co. 

* Val. Dkt. No. 1016—In re Tampa Union Station Company. 

* Val. Dkt. No. 1024—In re Athens Terminal Company. 

* Val. Dkt. No. 1011—In re Florida Central and Gulf Railway. 

* Val. Dkt. No. 1032—In re Chesterfield and Lancaster R. R. Co. 
* Val. Dkt. No. 1033—In re East and West Coast Railway. 

* Val. Dkt. No. 1039—In re Macon, Dublin & Savannah R. R. Co. 
* Val. Dkt. No. 1036—In re Charlotte Harbor & Northern Ry. Co. 
* Val. Dkt. No. 1043—In re Tavares and Gulf R. R. Co. 


September 12—Chicago, Ill.—Examiner Howell: 
* 19513—Inter-Cities Oil Company vs. O. R. R. et al. 
* 19825—Goodwillie-Green Box Company vs. C. M. & St. P. Ry. et al. 


September 12—Norfolk, Va.—Examiner Fuller: 
i lng No. 2905—Sawmiil logs from North Carolina to Virginia 
points 
* |. and E. No. 2950—Cotton handled by barge to and from Norfolk, 
Va., cotton warehouses. 


September 12—Tulsa, Okla.—Examiner Maidens: 

* = —- Sub. No. 1)—Barnsdall Refineries, Inc., et al. vs. Santa 
ee 

* 19609—Standard Oil Company of Louisiana vs. Santa Fe et al. 


September 12—St. Louis, Mo.—Examiner Ames: 

1. & S. 2934 (first and second supplements)—Off-track station and 
constructive receipt and delivery of freight at St. Louis, Mo., and 
East St. Louis, Il. 

19594—-Transfer of freight within St. Louis and East St. Louis by 
dray and truck for and on behalf of railroads. 


September 12—Pittsburgh, Pa.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


September 12—Washington, D. C.—Examiners Marchand and Walsh: 

Valuation No. 875—In re tentative valuation of the properties of 
the Philadelphia & Reading i et al. 

Valuation No. 738—Atlantic City R. R. Co. 
Valuation No. 762—Catasauqua and. Fogelsville R. R. Co. 
Valuation No. 772—Chester & Delaware River R. R. Co. 
Valuation No. 680—Gettysburg & Harrisburg Ry. = 
Valuation No. 624—Middletown & Hummelstown R. R. Co. 
Valuation No. 481—North East oe x, 2. Co. 
Valuation No. 490—Perkiomen R. Co. 
Valuation No. 711—Philadelphia & Chester Valley R. R. 
Valuation No. 748—Philadelphia, Newton & New York R. R. 
Valuation No. 752—Pickering Valley R. R. Co. 
Valuation No. 622—Port Reading R. R. Co. 
Valuation No. 766—Reading and Columbia R. R. Co. 
Valuation No, 623—Rupert & a R. KR. Co. 
Valuation No. 708—Stony Creek R. Co, 
Valuation No. 662—Williams Valley Ee R. Co. 
Valuation No. 827—Ironton R. R. Co. 
Valuation No. 819—Tamaqua, Hazleton & Northern R. R. Co. 


ag ag 12—Washington, D. C.—Examiner O'Neill: 
Val. Dkt. No. 1018—In re tentative valuation of the property of the 
Butte, Anaconda & Pacific Ry. Co. 
September 12—Washington, D. C.—Examiner Macomber: 
Val. Dkt. No. 1003—In re tentative valuation of the property of 
the Northwestern Railroad Company of South Carolina. 
September 12—Austin, Tex.—Examiner Walsh: 
* 1. & S. 2899—Window glass and rough rolled glass from, to and 
between points in the southwest. 
September 12—Washington, D. C.—Examiner Weems: 
* 19656—James O’Meara & Cut Stone Contracts of Washington, D. C. 
vs. B. & O. R. R. et al. 
September 13—New York, N. Y.—Examiner Barron: 
* 19682—Vacuum Oil Co. vs. Pa. R. R. et al. 
* 19783—Federated Metals Corp. vs. St. L.-S. F. Ry. et al. 
September 13—Kansas City, Mo.—Examiner Brown: 
* 19690—Sheffield Steel Corp. vs. M.-K.-T. R. R. et al. 
September 13—Cleveland, Ohio—Examiner Williams: 
* 19756—The Glidden Company vs. A. C. & Y. Ry. et al. 
September 13—Chicago, Ill.—Examiner wy 
: 19429—Clarkson Glue Company vs. C. B. & Q. R. R. = 
las eines Topeka & Santa Fe Ry. Co. et al. vs. 
et a 
September 13—Tulsa, Okla.—Examiner Maidens: 
* 19829—The Carter Oil Company vs. Santa Fe et al. 
September 13—Norfolk, Va.—Examiner Fuller: 
* 19717—Caruso, Rinella, Battaglia Co., Inc., vs. A. C. L. R. R. et al. 
eee 13—St. Louis, Mo.—Examiner Johnson: 
* |. & S. 2952—Barrels or drums, iron or steel, from Northern points, 
also “Memphis and Nashville, Tenn., to the Mississippi Valley. 
September 14—Washington, D. C.—Examiner Weems: 
* 19561 (and Sub. 1)—American Hawaiian §. S. Co. et al. 
R. R. et al. 
September 14—Kalamazoo, Mich.—Examiner Brennan: 
* 19701—H. J. Lewis Co. et al. vs. St. L.-S. F. Ry. et al. 
* 19781—Andrews Bros., Inc., et al. vs. Amer. Ry. Exp. Co. et al. 
September 14—Kansas City, Mo.—Examiner Brown: 
* 19625—Independent Sand Co. et al. vs. A. T. & S. F. Ry. 
Se tember 14—New Orleans, La.—Examiner McChord: 
5348—Krauss Brothers Lumber Co. vs. Director General, as agent, 
Southern Ry. et al. 
* 19099—Willow Springs Creamery Co., Inc., vs. I. C. R. R. et al. 
September 14—New York, N. Y.—Examiner Barron: 
* 19761—Ault and Wiborg Co, of New York vs, B. & O. 
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September 14—Chicago, Ill.—Examiner Howell: 
* 19465—American Farm Bureau Federation vs. A. & B. B. R. R. et al. 
September 14—St. Louis, Mo.—Examiner Johnson: 
* 19559 (and Sub. Nos. 1 to 4, incl.)—Murphysboro Paving Brick Co. 
vs. A. C. ln R. R. et al. 
September 14—Norfolk, Va.—Examiner Fuller: 
* 19581—Old Dominion Paper Company, Inc., vs. Aberdeen & Rock- 
fish R. R. et al. : 
September 14—Washington, D. C.—Examiner Walter: 
Val. Dkt. No. 1019—In re tentative valuation of the property of the 
Chicago, West Pullman & Southern R. R. Co. 
September 14—Tulsa, Okla.—Examiner Maidens: 
* 18312—Tulsa Traffic Association et al. vs. Santa Fe et al. 
September 14—Washington, D. C.—Examiner Walton: 
Val. Dkt. No. 1020—In re tentative valuation of the property of the 
Lake Terminal Railroad Company. 
September 14—Washington, D. C.—Examiner Hendon: 
Valuation No. 1017—In re tentative valuation of the property of the 
N. Y. Connecting R. R. 
September 14—St. Louis, Mo.—Examiner Boat: 
upplemental Fourth Section Order No. 7542, enterd May 8, 1923, 
in No. 9702, Memphis-Southwestern Investigation, and applica- 
tions covered thereby (further hearing). 
September 15—New York, N. Y.—Examiner Barron: 
* 19777—United States Cold Storage Co. vs. A. T. & S. F. Ry. et al. 
September 15—New Orleans, La.—Examiner McChord: 
* 19667—Inland Waterways Corp. operating Miss.-Warrior Service et 
al. vs. S. A. L. Ry. et al. 
September 15—Chicago, Ill.—Examiner Howell: 
* 19699—-The St. Louis Coke & Iron Corp. vs. A. G. S. R. R. et al. 
September 15—St. Louis, Mo.—Examiner Johnson: 
* 19725—Milne Lumber Co, vs. D. G. H. & M. Ry. et al. 
* 19745—Milne Lumber Co. vs. V. S. & P. Ry. et al. 
September 15—Fort Worth, Tex.—Examiner Walsh: 
* 1. & S. 2919—Live stock from Texas points to Cincinnati, O., Louis- 
ville, Ky., and Indianapolis, Ind. 
—- 15—Washington, D. C.—Director Burnside: 
inance No. 313—In re Bingham and Garfield Railway Company. 
Finance No. 68i1—In re Nevada Northern Railway Company. 
Finance No. 768—In re Ray and Gila Valley Railroad Company. 


September 15—Tulsa, Okla.—Examiner Maidens: 
* = at Sub, No, 1)—Cities Service Oil Company et al. vs. Santa 
e et al. 

September 16—Milwaukee, Wis.—Examiner Brennan: 

* 17266—National.Tinsel Mfg. Co. vs. C. & N. W. Ry. et al. 

September 16—New York, N. Y.—Examiner Barron: 

* 19714—United Paperboard Co., Inc., vs. Cent. Vt. Ry. et al. 

* 19684—United Paperboard Co., Inc., vs. B. & O. R. R. et al. 

September 16—Ft. Worth, Tex.—Examiner Walsh: 

* 1. & S. 2944—Furnishing cars for the movement of live stock from 
points in the southwest. 

September 16—Toledo, O.—Examiner Williams: 

* 1. & S,. 2954—Grain, 7" products, and by-products from points in 
Ohio to points in . Va., O., and Ky. 


September 16—St. Louis, Mo.—Examiner Johnson: 
* 19637—Alton Brick Co. et al. vs. A. & E. R. R. et al. 


September 16—Lynchburg, Va.—Examiner Fuller: 

* 19202—Traffic Bureau-Chamber of Commerce (Lynchburg, Va.) vs. 
A. C. L. R. R. et al. 

* I. and S. No. 2939—In re rates on vehicles from North Carolina and 
Virginia points to southern and eastern points. 


September 16—St. Louis, Mo.—Examiner Boat: 
Fourth Section Application No. 12844, filed by M.-K.-T. R. R. 
Fourth Section Application No. 3746, filed by M., K. & T. Ry. 
Fourth Section Application Nos. 3093, 3113 and 4352, filed by Wa- 
as y. 
Fore Geotien Application Nos. 163, 169 and 1871, filed by C. R. I. 


& P. Ry. 

Fourth Section Application No. 1860 et al. Class and Commodity 
Rates Between estern points, 104 I. C. C. 578. (Reopened by 
supplemental Fourth Section Order 9242 of August 21, 1926.) 

ogame oS —haernent at Washington, D. C.: 
inance No. 5919—Application of C. R. L & P. Ry. for authority 
to abandon the use of certain lines of Denver & Rio Grande 
Western R. R. 

Finance No. 6173—Application of Western Maryland Ry. for au- 
thority to acquire control of the Chesapeake & Curtis Bay R. R. 
by purchase of capital stock. 

September 16—Washington, D. C.—Examiner Weems: 

* 15255 (and Sub. 1)—Chestnut & Smith Corp. et al. vs. A. & R. R. R. 
et al. (further hearing). 

September 17—St. Louis, Mo.—Examiner Johnson: : 

* 19742—Walsh Fire Clay Products Co. vs. A. B. & A. Ry. et al. 

September 17—St. Joseph, Mo.—Examiner Brown: 

* 19628—Cianciolo Brothers Fruit Co. et al. vs. C. B. & Q. R. R. et al. 

September 17—Kansas City, Mo.—Director Bartel and Examiner Rice: 
7801 (and consolidated cases)—Rules for car-hire settlement. 

September 17—Biloxi, Miss.—Examiner McChord: 

* 1. & S. 2942—Oyster Shells to, from and between Southern and 
Southwestern points. 
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September 19—Marinette, Wis.—Examiner Brennan: 
* 19766—P. M. Allen, receiver Peshtigo Paper Co. vs. M. St. P. & S. 
S. M. Ry. et ai. 


September 19—New York, N. Y.—Examiner Barron: 

* 19779—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 
September 19—Oklahoma City, Okla.—Examiner Maidens: 

* 19796—Boswell-Haynes Co, et al. vs. A. T. & S. F. Ry. et al. 


September 19—Mobile, Ala.—Examiner McChord: 
* 19591—Mobile Chamber of Commerce and Business League vs. A. & 
L. M. Ry. et al. 


September 19—Ft. Worth, Tex.—Examiner Walsh: 
*i. & S. rain from Texas to Southeastern and Mississippi 
Valley Destinations. 


September 19—St. Louis, Mo.—Examiner Johnson: 
* 19552—Blackmer & Post Pipe Co. et al. vs. A. & W. Ry. et al. 


September 19—Salina, Kan.—Examiner Brown: 
* 19778—The Wichita Chamber of Commerce et al. vs. Santa Fe et al. 
* 19285—Salina Chamber of Commerce et al. vs. A. T. & S. F. Ry. 


et al. 
* 19262—-Saline Chamber of Commerce et al. vs. A. C. L. R. R. et al. 


September 19—Lima, O.—Examiner Williams: 
* 19660—E. C. Dailey vs. B. & O. R. R. et al. 


September 19—Washington, D. C.—Examiner Corbitt: 
Valuation No. 882—In re tentative valuation of the property of the 
West Side Belt R. R. 
Valuation No. 835—In re tentative valuation of the Pittsburgh & 
West Virginia Ry. 


September 19—Winston-Salem, N. C.—Examiner Fuller: 
* 19772—Columbia Sand Company, Inc., vs. S. A. L. Ry. et al. 


September 19—Memphis, Tenn.—Examiners Money and Esch: 
7000—Rate Structure Investigation, Part 8—Cottonseed, its prod- 
ucts and related articles. 
l. & S. 2820—Vegetable Oils and related articles in Official Classi- 
fication territory. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central,, Eastern and Southern territories. 
1. & S. 2884—Vegetable Oils and Oil Foods from Texas to Ft. Wayne, 

Ind., and Buffalo, N. Y. 
1. & S. 2926—Vegetable Oils in Official Classification territory. 
14594—American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—Spencer wre & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oils Co. et al. vs. A. & R. R. R. et al. 
Tegoo (and oo Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. A. 
. Ry. e . 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces com- 
petitive examinations for associate accountant and _ auditor, 
$2,700; assistant accountant and auditor, $2,400; principal ac- 
counting and auditing assistant, $2,100. Applications for these 
positions must be on file at Washington, D. C., not later than 
September 13. The examinations are to fill vacancies in the 
Bureau of Valuations, Interstate Commerce Commission, and in 
positions requiring similar qualifications. 

The entrance salaries are indicated above. A probationary 
period of six months is required; advancement after that de- 
pends on individual efficiency, increased usefulness, and the 
occurrence of vacancies in higher positions. Promotion may 
also be made from grade to grade in accordance with the civil 
service rules as vacancies occur, provided the employes possess 
the qualifications deemed necessary for the corresponding ad- 
vance in duties and responsibilities. Appointees will be allowed 
necessary expenses when absent from headquarters in the dis- 
charge of official duties. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of fruits and vegetables are running from 7,000 
to 8,000 cars a week behind shipments in the corresponding 
period last year. Lighter crops of eastern peaches and melons 
and delayed movement of certain other products account for most 
of the shortage, according to the Bureau of Agricultural Eco- 
nomics of the Department of Agriculture. Shipments the week 
ended August 6 totaled 17,070 cars, as compared with 20,178 
cars (revised) the preceding week, and 25,297 cars in the cor- 
responding period of 1926. Shipments were reported as follows: 


Apples, 687 cars; cabbage, 163 cars; cantaloupes, 739 cars; cauli- 
flower, 5 cars; celery, 104 cars; cherries, 31 cars; cucumbers, 217 cars; 
eggplant, 22 cars; grapefruit, 16 cars; imports, 20 cars; grapes, 533 
cars; green peas, 81 cars; lemons, 263 cars; lettuce, 810 cars; mis- 
cellaneous melons, 303 cars; mixed citrus fruits, 85 cars; mixed 
deciduous fruit, 360 cars; mixed vegetables, 736 cars; onions, B61 cars; 
oranges, 841 cars; peaches, 2,433 cars; pears, 1,051 cars; peppers, 39 
cars; plums and prunes, 120 cars; string beans, 21 cars; sweet po- 
tatoes, 276 cars; tomatoes, 527 cars; watermelons, 2,827 cars; po- 
tatoes, 3,269 cars. 
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EXPEDITE YOUR TRAFFIC 


Eliminate Congested Classification Yards 
Avoid Rough Handling 


Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 
BEST TRANSPORTATION SERVICE AVAILABLE 


GOOD TRANSPORTATION is a most important feature in merchandising. 


No railroad is better situated to render the highest type of transportation 
service than the Chicago South Shore and South Bend Railroad. 


POOLE BROS. INC.,CHICAGO, 


The South Shore Line offers a new avenue of traffic from west to east and from 
east to west. 


Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 
Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - 
I. H. B. - 


Goff Junction, Gary, Ind. 


B. & O. C. T. 
Illinois Central 


East Chicago, Ind. 
Hammond, Ind. 
Kensington, IIl. 


Pullman R. R. - : . 
Belt R. R. of Chicago - - 


C.R. 1. & P. 


Kensington, Ill. 
through Pullman R. R. 
: - . - through Pullman R. R. 


Route your freight over the Chicago South Shore and South Bend Railroad and 


watch the difference. 


Chicago South Shore and South Bend Railroad 


CHICAGO OFFICE 
Room 605, 79 West Monroe Street 
Telephone Central 8280 
F. W. Shappert, Ass’t to the Vice-Pres. 
Wm. Petersen, Traffic Manager 
C. L. Binger, Ass’t Gen. Frt. Agt. 
W. R. Jones, Commercial Agt. 


OFF-LINE AGENCIES 
fr te Rast Pittabargh, Pe, Telephone Adantic O14 
o gan Stree 
Telephone Linesln 5764 Bidg., Detroit, Mich, Telephone Empire 6648 
A. W. Oberfell, General Freight Agent Ernest Irber, G. A., 316 Corn Exchange Blig., 
R. E. Frantz, Traffic Representative SS Say Lee ee ee 


J. M. Parcell, G. 717 Commerce Bidg., 
Kansas City, Me., Telephone Victor 0877 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 
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Learn a Lesson 
From the Silk Shipper! 


Seventy-five per cent of the silk exported 
to America moves via the Seattle short 
route. It’s good business! 


of “*eca0°" 


o 
2" 
o 


The shortness of this route means less time 
“in transit” and quicker deliveries. Less 
time “in transit” means lower insurance 
and interest rates. These factors are vital 
to the silk shipper. They are equally vital 
to you, for they mean sales advantages and 
shipping economies. 


Just as it’s good business for the silk ship- 
per to route via SEATTLE so also is it good 
business for you. 


Low Insurance 
and Storage Rates Write TRAFFIC DEPARTMENT 


Te PORT of SEATTLE 


GATEWAY TO ORIENTAL MARKETS 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 

J. M. Hoffman, V. P. & Gen’l Mgr. 

666 Summer St., Boston 

Adequate, modern dockage facilities, direct 
rail connection all railroads —direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 






BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 


panies. eral warehousing with 
pool car distribution and cartage 
facilities. 


OF BUFFALO,N.Y. 














PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
Treasurer 
10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 
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ards of service to vessels and shippers alike. 


ws 







BOSION «=@G-9G=GG-JG=JS=7 
























your freight to be delivered to these sp 


All structures are concrete and steel, completely sprinkler protec 
and security with lowest-possible insurance rates. 


Our Single Unit Poli 
management specializing in the operation of terminal and warehouse f 
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The‘Chain of Tidewater Terminals 
Allied Inland Warehouses 







NEW YORK 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mer. 
17 State St., New York 


Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 


within free lighterage limits, affording shipments via - 


all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 
eet ce Ge eae 
rect from ship—No trucking 


or 
transfer ——— Reasonable stor- 
age and han 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 
Eleven mammoth warehouses, with 
floor area of 1,800,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators ef public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 






Cc. L. shipments. Low insurance. 
Liberal advances on stored goods. 






NORFOLK 
NORFOLK TIDEWATER 
TERMINALS, INC. 
J. A. Moore, Manager, 
Norfolk, Va. 

Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space —— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 


S h ip P ers: The above means great money saving to . Read carefully — then direct 


NEW YORK 












endid terminals, and warehouses. 


ted, affording greatest safety 
of administration under a. 
a ties insures uniform stand- 
service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 


NORFOLK * 
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Two to Ten Days Quicker Dispatch 


of Export or Coastwise Shipments ! 


There is no lighterage, no rehandling at the Port of Newark! Loaded 
freight cars of five trunk line railroads can be shunted directly along- 
side ocean-going vessels. This direct exchange of cargoes between 
rail-and-ship often saves from two to ten days in the movement of 
export or coastwise shipments! That is why a steadily increasing 
volume of traffic is now being diverted to the Port of Newark in 
preference to more congested sections of New York Harbor. 


More than sixty miles of belt-line railways are now in operation along 
the Port of Newark’s two miles of dock. A thirty foot channel at 
low tide permits safe navigation and berthing of even the largest 
cargo vessels in all weather. Modern fireproof warehouses adjoin- 
ing the waterfront provide millions of square feet of storage space 
and ideal facilities for redistribution. 





a Thousands of leading manufacturers in the eastern section of the 


within a radius of 200 miles by 41 United States now ship their products through the Port of Newark, 
of America’s 100 largest cities, ; i i ; ; H : 

including Baltimore, Philadelphia and the list is steadily growing. If you are interested in getting 
and Boston. New York City is only better distribution and a larger share of business in the nation’s best 
nine miles away, and many of the markets, investigate the facilities at the Port of Newark and let us 


richest New England markets can 


Dicebnhad in o few tisare. show you how they can be used to your best advantage.’ A request 


for information will not place you under any obligation. 


THOS. L. RAYMOND— Mayor— Newark, New Jersey 


| OTe PORTof NEWARK | - 
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Offers a 
Highly Developed 
Freight Service 
between 


The New England States and the South and 
West—Eastern Canada and all points South. 
Close affiliation with the lines listed below 
makes this an ideal route for the rapid move- 


ment of shipments. | — “taller 2% Fanpees ——- 
Canadian Pacific Railway............ Pennsylvania........... 
Canadian National Railways ......... via Rouses Point, N. Y. Lehigh Valley.......... via Wilkes-Barre, Pa. 
) ey yg & Southern ....... — seville, N.Y = R. R. of N. J... .. 
on sear eet IRI ae ie via Mechanic 5 ee | ee ee eee . Pe 
Re via Albany, N.Y. ~ Lackawanna............ via Binghamton, N. Y. 
/ Lehigh Valley .......... via Owego, N. Y. 


And Their Connections 


Our nearest representative will, if given opportunity, render you 
HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to do so. 






























DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 





mens N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
. E. ree Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
Cc. ‘. ry = Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhe use 1271 
ATLANTA, GA.—Telephone Walnut 5464 ’ + Je 
a ae a an ames Agent, 1420-26 South Penn Square 
ealey iw I'4 
BOSTON, MASS.—Telephone Liberty 4106-4107 rT a PA.—Telephene Grant 5516 
F. H. Wheeler, New England Freight Agent, wh karte 
mbDer oO mmerce 
BUFFALO, N. Yo Teephene Been thee H. A. Dietz, General Traveling Coal Agent, 


Jas. Vandenberge, General Agent, Freight Department, 513-514 Bessemer Building 


722 Ellicott Se Square Building PLAT N. Y.—Telephone 698 
CHICAGO, ILL.—Telephone Wabash 8994 E. H. Dow, Division Freight Agent, 
C. H. Clark, General Agent, Freight Dept., ‘t01 Bridge Street 
Hio1-o2 Webster Building, SCRANTON, PA.—Telephone Bell 4751 
$27 South LaSalle St. J. J. Coyle, Division Freight Agent, 
MONTREAL, QUE.—Telephone Uptown 7424 D & H Passenger Station 
James Fitzsimons, General Canadian Freight Agent, ST. LOUIS, MO.—Telephone Garfield 1651 
106 Drummond Bldg., 511 St. Catherine St., West J. B. Stewart, General Agent, Freight Department, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
C. G. Howland, General Agent, Freight Dept., TROY, N. Y.—Telephone 765 
66 1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


y- G. Story, General Freight Agent, Albany, N. Y. 
. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 
Mas p. Beckstedt, Asst. Gen. Freight Agent, Albany, N. Y. 


* Jas. Flanders, Jr., Asst. Gen. Freight - Albany, N. Y. 
9 FW. Nyland, Coal Freight Agent, Albany, 
y C. E. Rolfe, ,Assistant General Traffic = hed cahenr. N. Y. 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 
Ge adi + a. Vi paar... " ie Man 
mer: c ager ce- ent an ner: ager 
ay” ROUTE OF ALBANY, N. Y. 


THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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Bag Factories 
ST. LOUIS 
MINNEAPOLIS 
OMAHA 


NEW ORLEANS 
SAN FRANCISCO 


INDIANAPOLIS 
MEMPHIS 
KANSAS CITY 
SEATTLE 
WINNIPEG 
HOUSTON 
BROOKLYN 
BUFFALO 
WICHITA 


WARE SHOALS, S.€. 


Cotton Mills 
ST. LOUIS 
INDIANAPOLIS 
BEMIS, TENN. 


Bleachery 
INDIANAPOLIS 


Paper Mill 
PEORIA 


COTTON 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGS 


5 Bag 


Shi 


Economies 










| : aco : 

on unit packing and shipping costs quickly 
runs into money. The more goods you ship, the more 
urgent your reason for investigating bags. 


It’s a rare industry that cannot utilize the convenience 
of bags. Their ready adaptability made them long ago 
the preferred container for all types of foodstuffs, 
grains and stock feeds. Today, Bemis-made bags carry 
such unrelated articles as fresh meats and dry chem- 
icals—cleansers and coal—metal castings and dry glue 
—and scores of others. 


Perhaps your particular product can be marketed 
better in Bemis Bags. We will help you find out. Sixty- 
nine years of bag experience are at your service, without 
cost or obligation. Write today to the address below. 


BEMIS. BRO. BAG Co. 


Address: General Sales Offices, ST. LOUIS, U.S. A. 
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Lower Container Cost 
Lower Packing Expense 
4| ~ | Less Warehouse Space | 
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Well-branded BAGS possess 
strong sales and advertising 
value. 





One man does the work of two 
or three with easy-to-handle 
BAGS. 


‘ 


4 es 





BAGS—often open up new 
markets. 


Isn’t it reasonable to 
suppose that our 
nation-wide contact 
with industry will be 
of benefit to you in a 
discussion about con- 
tainers? Let us prove 
that it will. 





OR PLAIN 


LR306 
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THE SOO LINE’S GREAT 


Freight Terminal 
Chicago 


The terminal is located in 
the heart of the business 
and manufacturing district 
of the city and covers 11 
city blocks. 


Facing at its northern end on 
Twelfth Street the structure oc- 
cupies the entire area between 
Canal and Clinton Streets, cross- 
ing Maxwell street, Fourteenth 
Street and Fourteenth Place, then 
turning to the west the tracks cross 
possess Jefferson and Union Streets. 
rtising 


| oe 
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of two 


handle 


‘o avoid delay, ———— for Can- 
destinations m accom 
EDMONTON ¢ ied by A, = “oo declaration 
0 made in triplicate. bene 
must be sat with the ah pmen a 
point wii i t © 
company same to Canadian port of 


SAULT SAINTE MARIE 
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ALWAYS DEPENDABLE — MANITOWOC 
SAINT PAUL 
FREIGHT SERVICE 


AGENCIES 


Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railw Portland, Ore., 8rd and Pine Sts. 
— Y., 409-410 Iroquois Low Angel el 00 Vi Van Now Blip” & hae et y Exch. Blige 
Mem t. Minn., 1112 Merchants 
Cihage 5B, 967 Sunde’ Trat Miletee Win, 68 Mat isconsin A Nat'l Bank Bid 
Minneapolis, Minn, Soo Line Bldg. 6th St. and Franci 675 Market St. 
—\ te. Marie, Mich. 


MILWAUKEE 


Stuart 
Spokane, Wash., 1006 Old Old NetBank Bldg. 
—— Wis. 
Tacoma, Wash., 1118 Pacific Ave. 


assaic, N. » 250 
Mich. a1 Liodeist B W: 
Ind., 430 Merch. Bank ae Bae Winnipeg, Man. 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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SOUTHERN PACIFIC LINES 
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Rafiway Exchange Bldg 
“SPIGA OF] Weryode2jz2 
ST'IOdVANNIN & 
“Spi esuvyqoxy 
SIHdHNaAn 


@ INDIANAPOLIS 
Merehants Bank Bldg. 
@ KANSAS CITY 
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Imperial Valley Ships Record Cantaloupe Crop ep 
= 
As a silver anniversary celebration of the in the running time to Chicago, thus mak- i 


twenty-fifth year of the industry in this ing arrival in Chicago for seventh-day sales 
famous California district, the Imperial and assuring connections on fast afternoon 
Valley is just bringing to a close the mar- freight trains to markets farther east. 
keting of the greatest cantaloupe crop in its 
history. 

On July 18th a total of 16,848 cars had 


Seuthern Pacific Bidg. 
CHICAGO—PASSENGER 
DEPT. 33 West Jacksen 


The present season also saw moved from 
Imperial Valley the longest cantaloupe 
train on record, when on June 21st a 


@ CHICAGO—FREIGHT DEPT. 
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. be shipped from Brawley, El Centro, « ” : 
Z none : ‘ ales a an ~ melon bloc” of 149 refrigerator cars laden ® ® 
alexico Westmoreland, toltville, imperial, with freshly-picked cantaloupes moved from @ 
F i and other growing centers of the valley. Brawley to Yuma on the first lap of the ais of 
Pt: Last season a total of 14,135 cars were journey East. er a 
FYE: shipped to markets throughout the country, Pr ae 
Bac while the previous record was in 1924, Throughout the season the: close ye onl Fo - 
. 4 when 16,045 cars were marketed. It is 2t0M of SOUTHERN PACIFIC officials, a 
estimated that about 17,500 cars will be so necessary in the successful transportation 
shipped this season. of this great crop, was maintained with @ @ 
| q This year saw faster schedules than ever S87OWErS and shippers. Pty oF 
at 5 before in effect to rush the highly perish- The railroad was highly complimented by 5 ad 
$34 able melons to markets in eastern cities, the shippers at a novel silver anniversary cele- gc Bk 
Ez new schedule from Brawley cut five hours bration held in Brawley on June 23rd. 
E 3° ® 4 
® @ Write, telegraph or’ phone ‘ 
® ‘General Agent, Southern Pacific Lines’’ @ ® @ 
. a < 
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